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ties must only be used at switches aud on bridge or sidings. 
Slabbed ties sawed only on two faces, but from green tim- 
ber and conforming to the specifications in other respects, 
can be used were hewed ties cannot be obtained. 

7. Ties must never be notched, but if necessai 
— 4 obtain a true and uniform bearing for 
the rail. 
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tracks will not be the same, therefore be particular to get 
the correct elevation for each track. Where there are no 
marks at curves, get the elevation by stretching a line be- 


| tween points 62 ft. apart on the inside of the outer rail; the 


distance from the centre of the line to the outer rail will be 
the correct elevation, Care must be taken to use a fine line 
on a _* of the curve that is in good alignment, and mea- 
sure the distancs exactly from the centre. All curves must 
be carefully elevated according to the figures, and the eleva- 





8. Place ties at right angles to the track, the yn and 
————= | best at the joints. On double track and at sidin par- 


Pe itteb Cinci ticular to line ties on the outside parallel to the rails. 
Permanent Way of tho Pianeta Cincinnati & | 9, Joint ties must be xed ten inches between bearin, 
, Bertie. surfaces. Where — 0) ‘ standard i ns end are used, 
‘ , ' | space fifteen to a thirty-foot rail. here smaller ties are | 
ee the last ee ad = years thake —— - tr | used, space sixteen to a thirty-foot rail. Care must be taken 
marked improvement in the permanent way of the principal | t) see that ties between jomt ties are uniformly spaced. 
American railroads. Previous to that time it would have| 10. Rails must be spiked, full four spikes to each tie, every 
been almost impossible to find on any line standard draw- | spike to be carefully driven home, with a full hold on the 
ings representing cross-sections of the track, but recent + =a great care not to strike the head of the rai) in 
practice has shown the importance of this, and now on lines , 
where the track is kept in the best condition the road-masters | 
are provided with such drawings for their guidance. The 
engravings which are given in this number represent the 
standard form of permanent way adopted onthe Pittsburgh, 


tion must be carried uniformly around the entire length of the 
curve. Begin back on the straight line 50 ft. for each inch 
of elevation, and raise the outer rail dually until the 
point of the curve is reached, when the full elevation must 
he attained, asabove. In changing from one elevation to 
another on compound curves, foremen must be particular 
that it is done gradually, so as not to cause any unnecessary 
jar to trains. In reverse curves, the track must be level at 
the point of reverse, and the elevation must be ual in 
each direction. In case an elevation is changed by any un- 
authorized person, the Road-Master must be notified at 
once, 

16, Rail braces must be placed on all curves where the 
elevation is 5 in. or over ; place them three to each rail, one 
at the centre and one at each quarter on both inner and outer 
rails, and extend the braces on the outer rail two rail lengths 





JOINTS. 


11. Suspended joints must be used, the joint to be exactly 
midway between the joint ties and the joint on one side op- 
— the centre of the rail on the other side of the same 

rack, 
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CROSS SECTION SINGLE TRACK,GRAVEL BALLAST. 
Fig. 1. 
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Fig. 4. 
STANDARD CROSS-SECTIONS OF ROAD. 


Pittsburgh, Cincinnati & St. Louis Railway. 


On sidings give curves one 
half the elevation of main track. 


12. Iron shims must be used to separate the joints in lay-| beyond the end of the curve. 
ing steel. Shims of the following thicknesses will be pro- 
vided, viz.: 4%, %, yy inch. In cold weather use the largest meandien 
size ; in moderate weather, the medium, and in hot weather, ae 
many readers: | the smallest. Wooden chips must not be used. Shims) 17, Stone or slag for ballast must be of abard and dura- 

Instructions to Track-Foremen. eons tev le dine a and placed oath ai te — edgeways, | ble quality, and broken so as to pass through a ring 8 in. in 

i > ‘ | 80 that they will project on each side of the joint. | diameter. Soft stone or light slag must not be put on the 
a2, Nozaile must be unloaded from oars,in sootion, wor |°°1S "he dandard double nngle-bar must be wel st every | mats 
, P joint, with te ar panes 4 a ane eee per Sagres |. 18. There should be a uniform depth of 12 in. of clean 

2. ° stee _| Spikes must be driven in the slots in both the outside and | broken stone or slag under the ties ; fill up evenly with, but 
moat Pace a beter y — tee see agen ee | the inside bars, to prevent the track from creeping. Place | never above the tops of the ties. On double track, the space 
damien ee as y — — — a ans slots aber the ene oe the between tracks should be filled to the bottom of the ties with 

‘ F F | inside; with round bolt-holes on the outside. icu- | engine cinder, or coarse stone, then leveled up even with the 
weaigaae aoa ow | aaah og he sereety eee | lar care must be given to this matter in order to prevent the | top of the ties with stone broken according to the specifica- 
° tions. 


; | bars from getting mixed. 
prt By ete ggers agg Sag ge oe | 19, Slope the ballast from the ends of the ties, at the rate 
| of one to one. 


beg so that the two rails at the joint be in perfect | 
ine | ‘ y 7 

.o ‘ : : sledging i ti | 44, On straight lines the gauge of the track must be 4 ft. 20. In using gravel, put the ballast in the track so that it 
woigbhod a ny eer gy BF 8 thi bad rage | 9 in., and the same on curves, where the elevation is 3in. or | will be 2 in. above the top of the tie at the centre, and slope 
ties at dinniesed from the service. 9 | less. Where the elevation is over 3 in. and less than 5 in., | away to the bottom of the ties at the ends, clearing the un- 

5. The yobs must be in perfect line and surface, and on | ®pre2d the gauge one-quarter of an inch; if over 5 in., it | der side of the rail at least one inch. Give particular atten 
straight lines the rails sad bes exactly on the sume level. In shoula be spread one-half inch, On double track, when pos- | tion to this matter in order to prevent the ties from churn- 


Cincinnati & St. Louis Railway, and need no other explana- | 
tion than they themselves will furnish. The following in- | 
structions to track-foremen will, however, be of interest to 


CURVES. 


aveli rack sible, maintain a uniform distance between tracks of 7 ft. | ing. 
news — Sern calle wie poh are ed 15. The ari a wl at the east end of all sharp curves | DITCHES. 
maker’s marks a the outside of track will have the correct elevation in inches marked on them. | , : . 
: On double track, the poles will be marked as follows: On) 21. Where the cuts will admit, all ditches should be car 
a. north track at tne east end, and on south track, at the west | fully lined on the outside, parallel with the rails, and 7 ft 
6. Hewed oak ties must be used as far as possible. Sawed' end of curves. In some places the elevation of the two distant fromthem. They must be sloped away from the 
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ri Ree 
track so that the water will at once run off the ballast. 
Cross drains should be put in where the drainage of the | _ 
road-bed makes them necessary. - 
22. The lowest point of ditches should be at least 18 in. | 
below the bottom of the ties. Earth taken from the ditches | , ’ 
must be thrown over the banks, and not left at, or near, the TO THE EpiTor or THE RAILROAD GAZETTE: 
end of ties. Where the bank does not require wide’ »| Can any of your mathematical readers inform the writer 
=. bbw atgad = yl eee ee Keck of the OW to calculate the speed at which a car would be over- 
cuts, where it will be washed back by the bam Where | turned on one of the curves of 90 ft. radius on the 
racticable, ditching should be done by wheel-barrows and | Metropolitan Elevated Railroad? The requisite data for 
ck cars payer At train. A ok owe ag gs ng me | the calculations are as follows: The distance from centre to 
Griches Coan 6S Se, Same sae Soe ORY | centre of trucks of cars is 80 ft., the wheels of which are 28 


wey Soa SWITCHES. |in. in diameter and spread 5 ft. from centre to centre. The 
28. In putting in the standard switch, the split rail in the weight of a car loaded is about 30,000 Ibs. Its cevtre of 
main track must be in perfect line, and fit up closely and | gravity, I think, is about at the top of the seats, which is 
aecarntely to hea, ili heehee th ten and ond | 4 ft. 6 in. above the rail. The shortest curves are of 90 ft. 
the switch ties tamped up so that the rails will have a full radius, the outer rail being elevated 3 in. above the inner one. 
bearin z on nds oS ve ih ietaiaet retten una | RAIL SECTION. 
25. Use ard-ra protec - ees — 
ing them Sin, from main rail, measured between bends of | The Constructi fthe R T | 
rails; two braces should be placed at each guard rail. © Construction of the Raton Tunnel. 
one ihe Svehe cee acue te TY ee peed ed pole eo omg EDITOR o¥ THE RAILROAD GAZETTE : es 
BO ft. rail must be used on the main track between the | e Raton Tunnel, on the line of the New Mexico & 
switch and frog, ory where epring rail frog is used, when | Southern Pacific Railroad, leased to the Atchison, Topeka & 
two 25-ft. rails must be used, ds of switches are to be! Santa Fe, is situated just south of the line between 
or wales perth org: Aes yg Aateep ply ~gemerng Colorado and New Mexico, 15 miles south of Trinidad, 
covered with red paint), and if for any reason they are re- | Colorado. 





Sontributions. 


Speed Requisite to Derail on a Curve. 





moved, do not, under any circumstances, place them inthe! The tunnel takes its name from a range of mountains . 
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until the completion, the work was driven from the two 
faces. 

The forces worked day and night in 11-hour shifts, from 
6 o’clock a. m. Monday until 6 o’clock a. m. Sunday, and a 
small force usually worked on Sunday, moving frogs, 
switches and laying track for the tramway. 

This tramway was laid with T rails, 15 lbs. to the yard, 
and gave excellent results. 

The material encountered is pretty accurately shown in 

the cross sections published in the Railroad Gazette of June 
18. Asno great change took place in the north end until 
800 ft. had been driven, when the hard, heavy, white sand- 
stone was struck in the roof, and it dipped so rapidly that 
at 815 ft. it was down tothe spring of the arch, and the 
timbering was stopped. 
“ The balance, save a short distance near the south end, is 
in hard sandstone, except occasional pockets of coal which 
were found from time to time throughout the greater part 
of the tunnel. 

At the south end for 136 {t., it became necessary to timber 
to support the crown of the arch, which was composed of a 
softer rock, and was liable to fall at no distant day. No 
lagging was used on the sides at this point, but in other re- 
spects this timbering did not differ from that at the north 
end, 

It was extended underneath the shaft, to prevent any 
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SWITCH STANDS TO BE PLACED ON ENGINEERS SIDE RUNNING TOWARDS POINT. OF SWITCH. 


Fig. 5. 
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WHARTON SWITCH. 


Fig. 6. 
STANDARD CROSS°SECTIONS OF ROAD. 


Pittsburgh, Cincinnati & St. Louis Railway. 


main track, except in yards. The main track connection at | which puts off from the main or Sangre de Cristo range, 
switch rails shall be made with angle bars. and runs in an almost easterly direction, forming the line 
27. The gauge at frogs and switches must not be spread, ihisatids Onlewid 1 New Mexic 
even on the sharpest curves. In case a frog is on the inside tween Colorado and New Mexico. ; 
ofa curve, place three rail braces on the outside of the outer The Raton Pass, at the point where the tunnel is located, 
a opposite the frog, and be careful to keep the track tight has an elevation of 7,767 ft. above the sea, and the highest 
gauge. i ‘hed by the grade line is 7,58- . The ‘O- 
28. All guard-rails at frogs must be braced with tl point reached by the grade line is 7, 984 Ray The pats pro 
cast-iron braces, carefully spiked. The distance between file and cross sections published in the Railroad Gazette of 
the head of guard-rail and main rail should be 2 in. All June 13, 1879, give an accurate description of this tunnel 
switches and frogs must be put in according to the dimen- ita surr land hich the reader is referred. 
sions given on draw in hands of Road-Master. Switch ond tts eeeeage, a. ee er eS ss + road - bee of 
ties must conform to the bill of timber, and be laid in proper | _ The engineers were A. A. Robinson, Chief Engineer o 
order, Pay particular attention to cross-over switches on | the Atchison, Topeka & Santa Fe and leased lines; Geo. B. 
— pepe see _— = specified distance between Lake, Assistant Engineer, who located the ‘tunnel line, and 
rog’s and trac 8 maintained, aa EAP hele ae ERA: charoe of the i 
29. The steel frogs and switches are made from standard | R. L. Engle, Divis ion Enginee r, who had charge of vent oan 
patterns, ome dot ig cane are almays kept on pag 4 In nel as well as of fourteen miles of the a gu Division, 
case any par’ ou ve out, a) at once to the Road- | and also of the construction of the switch-back. 
ae edie oy Instead of removing on — frog Preliminary lines having been run in October, 1877, by 
Bw 1 . <*> . : 
ticable. iid, Abi een Se Peet | W. K. Morley, Assistant Engineer, the location was deter- 
30. Do not cut steel rails unless absolutely necessary, ex- | mined upon in February, 1878, and in the following month 
pe phe pene thes orn be! ai sree oor A aah wif ne | work was begun by day labor by the railroad company, in 
or broles in the , aalt ae © fall ste an of oe aged deer poy contro ae = ~_ at _ at 
drilled with the ratchet drills provided for that purpose, | each portal, to determine the kind of material to be en- 
No cut rail less than 6 ft. long should be used, and in chee a | countered. 
joint, it mush be epiialy Feneioed™ less than 6 ft. from a | It was not until May 20 that the contractors, Messrs. | 
81. The distance between side and main tracks should | Fitzgerald, Mallory & Flynn, were upon the ground, ready | 
never be less than 7 ft. As far as practicable use engine | to begin work. 
cinder for belleatiag, sad fill up evenly with the tops of ties} June 1 a shaft was begun 125 ft. north from the south por- 


betwee 3 ‘ : 
beyond the Slee will be permitted on sidings | tal for the purpose of starting the headings from that end; for | 


‘he above instructions are issued in order to secure a uni- although a large force was put at work in this approach as | 

forests yin track work, and oe in the Maintenance of | soon as organized, it would reyuire months before the tunnel 
pnp panrhyrs ss oy be requi to obey them. | could be breasted at that end. 

Ps) $9 wasetrg 7 ome Serer of the standard rail | On Aug. 28, the headings were all started, one from the | 

’ pone ae . : nance tae RS north portal and one each way from the shaft. 

—Mr. T. Penfield, for five a ee On Oct. 8 the heading south from shaft reached the por- | 

Aguas of the Hannibal & St. pe road, has resigned 

position. 
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débris from falling upon the track from the sides of the shaft. 
Hand-drilling has been employed in all this work, and with 
satisfactory results, as is shown in the accompanying table 
of monthly progress. 
Black powder was chiefly used up to March 1, 1879, when 
a change was made to some of the higher explosives. 
Hercules No. 2 took the preference. Giant powder gave 
good results, as also did the rend-rock, save that the latter 


affected the men with headaches. 


In the table these explosives are given as black powder, in 
proportion of 244 Ibs. of the latter to one pound of the 
former. 

On July 7, 1879, the headings met ata point 1,011 ft. from 
the north end, or only 4 ft. fram the centre of the tunnel. 

On Aug. 23, one year to a day from the time that the 


| headings were begun, the excavations were completed and 


ballasting begun. This, and tracklaying took until Sept. 7, 
when regular trains commenced running through. 

By referring to the table, it is seen that the total amount 
of powder used was 72,208 lbs., or 3.86 Ibs. per cubic yard 
of rock removed; the total number of days’ labor was 
28,122 days, or 1.07 days per cubic yard. Put in another 
shape, it is: 


3.36 Ibs. powder, at 16c.......... see seve, 90.5994 







1.07 days’ labor, at $1.75 1.87% 

14 Ib steel, at 16C.... 2... cece e cece eee e eee e eer eeenene teens 0.04 

DRED sce wduaevad dhs bncsie-ces ve 0.10 
Total per cubic yard .......-..-:---sseeeeee ceceees $2.55 


The total cost of tunnel proper from contract prices, ex- 
clusive of engineering and general expense, is $89,897.62. 
The total cost of approaches is $43,479.36. 

During the progress of this work, no lives have been lost; 


Sis tal, or, more properly speaking, to a point where the portal | in fact, there have been no accidents of any kind worth re- 
should be when the approach was done, From that date! cording. : 


= 
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PROGRESS OF HEADINGS AND ENLARGEMENTS OF THE RATON TUNNEL, 


New Mexico & Southern Pacific Railroad. 











































































| Heading south from|Heading north from|Enlargement from south 
Shaft, size 8 x 14’. | Heading north. Enlargement north. | shaft. shaft, side. 
| O° 7 OS oe | | oO sis) o Ff] 
wm TIE FIT TIRE TIRVEIEITIVIEIIGICEIE Gite Eig 
Monras. , § a = > g = “44 a g = - S| 3 = te g = $3 = g | = REMARKS. 
2 ela tal woe eieislildipigt: | @ lel s 8 ele 
2 9 \F 2 Be 2 2 F eg F ia F 2 fle 
- —— | | | me | ne | a ee ee | _ oe me | oe Se ee ent 
Me 5255 -se0) 31.0/128.6 318] 720)........)..0006 + Dehetsi- 10: acaselss ener nO RB re 1B ote: sole ye NRE gene Agra biiers alleen d spel, 
July... ....... 05/210) 87.1; 408/1,980] 002208) o0oocs Seth ohiih aaa ass islipae aaa SEMEL DEI ASL AN ea DAR SARL RES RSL LE AAR He 
August........ ..-/11.8) 48.9 327/1,613 18.0 72.0, 150.0 288)....... I ccccweslvcce olecesees 25.0 75.0/260 337 | 16.0) 4c) 180 240' 5.0 31.9 30) 104 ‘4 month in shaft. 
; } | * headings. 
ESARBA PAR< Saa ee eee 64.0 256.0) 350.0 1.024; 53.0) 433.5 600, 1,192, 89.0 267.0/450 1,200} 34.0; 102.0) 200) S1O}.... |)... cee iee ee elage cess 5 -“ 
RIN 5.0 cheese] osecleves alseen. 59.0' 236.0, 338.0 944) 62.0) 407.2) 606) 1,395]........ .).. 6 +e. | 60.0) 180.0) 416 900) ee eae 
ce TE FA Re A 85.0! 340.0! 382.0 1,360; 75.0) 613.5, 499) 1,687).....).....|-../.....| 72.0) 216.0) 421 1,080) 19.0, 121.0, 114) 393/% mo. in So. Enlargement. 
<  eagenaieden “|. 78.0) 312.0) 325.0 1,248 81.0, 662.6 500 — setleceecteeeleeee | 76.0) 228.0) 427 1,140) 58.0) 369.5) 205) 1,201 
79. | | | 
January fines tices Revita al” 3 af 103.0 412.0) 416.0 1,648 84.0/ 687.1 600 1, | 84.0 252.0) 442 1,260) 92.0) 586.0, 653) 1,904 
PS, oe cds) endl sWed be asin 85.0; 340.0 384.0) 1,360 78.0) 638.0 528, 1,755 78.0 234.0) 408) 1,170) 85.0 541.5) 590] 1,760) 
| | | | (From March 1, Hercules 
» } No. 2 principally used, but 
March........ 97.0) 388.0 410.0; 1,552 104.0 850.7 654 2.840.......... 94.0 282.0, 460) 1,410) 96.0, 611.5 665| 1,988) ; shown here as black pow- 
| || den, as 26 Ibs, black to 1 
. | | Lof Hercules. 
OS ee : gis aide ol vawadabes cad 90.0, 360.0 400.0, 1,440) 100.0' 818.0 650 2,25 vis wpeey sees 116.0 348.0) 552 1,740 145.0 923.6 899, 3,002 
SI isl ous nn: koe siniedtidnn'c Mean ie lacdie aimee ks 136.0) 544.0 540.0) 2,176 95.0) 777.1, G48, 2,1R7|.... .)...5 ele eleeee » LILO 333.0) 550, 1,665 155.0, 987.3'1,000| 8,208 
MILD h.4i0% > oversea rigger 163.0; 489.0 652.0 1,956 88.0 7198 640 If bites iateves-ates - . 93.0; 279.0) 450 1,400123.0) 783.5 805) 2,350 
July..... Cccge oe} cobbdl bar Stes 33.0 99.0, 98.0 496; 150.0! 955.0 700 2,626).....|.....)...|.....| 42.0) 126.0) 220 650) 88.0) 760.3 580) 1,680|/ Headings met July 7 
BUFO gv 054: hx6 yo] Kevplop es slcnes, s|oc0eis|apeedutevess4 3064s ces Lams enh ) ET en) es MPP o200 nega sesee|seevess| 59.0) 547.2 425) 1,250) Excavations complete Aug. 
zat ao] aewum| sya +) cymes: <o|-nnmamn & |enmeaiantt mtiommsinnth epee aiiineesel teipamered lemcacecnot|musestran] camemaneys nebepest epagene lamin | =iups-oa Tansee | oe | ———$ |] nn! nnn | moe} | 233, 
Total progress... 63.8 264.6 1,138 3,563 1,011,0/3,848.0 4,445.0 15,492 1,090.0 8,426.7 7,275 23,174/114.0 342.0 710 1,537 876.0 2,628.0/4,726' 13,165 925.0 6,263.3 5,966 18,840) 
Best month....... 31.0 128.6 318 720 163.0) 489.0 652.0 1,956 150.0 955.0 700 2,626 89,0/267.0 4501,200 116.0 348.0) 552 1,740,155.0 987.3.1,000) 3,208) 
Average.......... 23.2; 96.2; 413 1,206 96.3) 366.5 423.3 1 450 


Train Accidents in October. 


The following accidents are included in our record for the 
month of October: 
REAR COLLISIONS, 


On the night of the Ist afreight train on the Pennsylvania 
Railroad ran into the rear of a preceding freight near Wil- 
kinsburg, Pa., wrecking two cars. 

Early on the morning of the 3d a freight train on the 
Chicago, Rock Island & Pacific road ran into a precedin 
freight which had stopped at Atalissa, Ia. The engine an 
several cars were damaged. There was a thick fog at the 
time. 

Zarly on the morning of the 4th a wild engine on the 
South Carolina road ran into the rear of a freight train near 
Summerville, 8. C., damaging several cars, There was a 
thick fog at the time. 

Very early on the morning of the 5th a freight train on 
the New York Central & Hudson River road ran into some 
coal cars which had run off another track and passed over 
on its track, near Palmyra, N. Y. The engine and one car 
were damaged, the car being thrown over. 

On the morning of the 5th a freight trainon the New 
York, Lake Erie & Western road ran into the rear of an- 
other freight in the yard at Port Jervis, N. Y., damaging 
two cars. 

On the afternoon of the 6th a freight train on the New 
York Central & Hudson River road broke in two near Hol- 


ley, N. Y.,and the rear section afterward ran into the for- | 


ward one, wrecking six cars. 

On the evening of the 6th a freight train on the Pennsyl- 
vania Railroad ran into the rear of a coke train which was 
backing out of a siding at Brushton, Pa., and two coke cars 
were wrecked. 

On the afternoon of the 7th a freight train on the New 
York & New England road broke in two near Coventry Cen- 
tre, R. L., and the rear section afterward ran into the for- 
ward one, wrecking several cars and injuring two brake- 
men. 

On the morning of the 8th a freig’ 
road ran into the rear of a peeced 
stopped at Keller’s, Ind. 
were wrecked. 

On the morning of the 9th a freight train on the Pittsburgh 
& Lake Erie road ran into two cars which had been left on 
the main track in Pittsburgh, Pa. The engine was slightly 
damaged. 


ht train on the Wabash 
ing freight, which had 
The engine and one or two cars 


On the morning of the 11th a freight train on the Little 
the rear | 


Miami road broke in two near Glade Run, O., and 
end afterward ran into the forward section, wrecking sev- 
eral cars. 

On the morning of the 11th a freight train on the Chicago 
& Alton road ran into a sleeping car which had broken loose 
from a passenger train near Normal, fll. The sleeping car 
was thrown over and one end smashed in, injuring seven 
passengers. 

On the night of the 1ltha stock train on the Valley 


Branch of the Baltimore & Ohio ran into acar standing on the | 


main track at Summit Point, Va., wrecking it and damaging 
the engine. 

On the morning of the 13th a passenger train on the Knox- 
ville Branch of the Louisville & Nashville ran into a car 


standing on the main track near Harris, Ky., doing some | 


damage. 

On the evening of the 13th a freight train on the Boston & 
Albany road broke in two near Westfield, Mass., and the rear 
section afterward ran into the forward one, damaging seve- 
ral cars, 

On the evening of the 13th a gravel train on the Chicago 
& Northwestern road ran into the rear of a passenger train 
which was just starting from Maywood, Ill., wrecking two 
cars, killing two passengers and injuring another. The cor- 
oner’s jury found that the cause of the accident was the 
running of the gravel train recklessly and carelessly. 

On the morning of the 15th a passenger train on the Lake 
Shore & Michigan Southern road ran into the rear of a 


freight train near Glenville, O., damaging the engine and | 


several cars, injuring the engineer and three postal clerks. 
There was a thick fog at the time. 

On the 16th a freight train on the Central Pacific road 
broke in two near Bronco, Nev., and the rear section after- 
ward ran into the forward one, damaging several cars. 


On the night of the 16th a freight train on the Pennsyl- | 


vania road ran into the rear of another freight near Nin- 
eveh, Pa., wrecking several cars and injuring two train- 
men, 


On the morning of the 17th a passenger train on the Ver- 


mont Valley road ran into the rear of a freight in the yard | 


at Bellows Falls, Vt., doing a little damage. 

On the 17th a passenger train on the Buffalo, New York & 
Philadelphia road ran into some freight cars standing on the 
track near Olean, N. Y. The freight cars were wrecked and 
the engine and baggage car of the train badly damaged. The 
°ars had been run out of a siding and the brakes set, it is be- 
hed seat by some tramps who had been about the neigh- 
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Total length of tunnel, 2,015 feet, | 
number of cubie yards, 21,508 excavation. 
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| On the afternoon of the 18th as a freight train on the Penn- 
sylvania road was backing up to take some cars at Cambria 

| Siding near Johnstown, Pa., the engineer did not pull up in 
time and the cars came together with great force, damaging 
several cars and injuring a brakeman. 

On the morning of the 21st a “transit” passenger train 
| ran into a freight train which was standing on the St. Louis 
| Bridge track in East St. Louis, 01. The engine and several 
| freight cars were damaged. There wasa heavy fog at the 
| time. 
| On the 21st a freight train on the Chicago, Milwaukee & 
| St. Paul road ran into the rear of another freight near 
| Franksville, Wis., damaging the engine and several cars. 
| On the 21st a freight train on the Grand Rapids & Indiana 
| road ran into two cars which broke loose from a passenger 
train near Avilla, Ind., doing a little damage. 

{| Onthe morning of the 22d a freight train on the Pitts- 
| burgh, Ft. Wayne & Chicago road, ran into the rear of an- 
| other freight, which was just going into a siding at Coesse, 
| Ind., damaging the engine and several cars. 
| "~ at the time. 

| Jn the morning of the 23d a freight train on the New York, 
| Lake Erie & Western ran ove 


| the rear of another fre 
N. Y., and the engine and several cars were damaged, 

On the night of the 24th a freight train on the New York, 
Lake Erie & Western road ran into the rear of a preceding 
freight near Greycourt, N. Y., wrecking the pusher engine 

| at the rear of the train, the caboose and several other cars, 

and injuring five train-men slightly. The road was blocked 

| all night. 

On the night of the 24th some cars of a freight train on 

| the Louisville & Nashville road broke loose from the train in 
Nashville, Tenn., and ran down grade and into a standing 

| freight train, doing a little damage. 


On the night of the 25th a passenger train on the Bangor | 


& Piscataquis road ran into some freight cars which had 
| been left on the main track at Low’s Bridge, Me. The en- 


| gine and freight cars were damaged, the engineer very badly | 


| hurt. It is said that the engineer bad been notified that the 
cars were on the track. 
| On the morning of the 28th a freight train on the Troy 
| & Boston road ran into a preceding freight near Williams: 
town, Mass., wrecking several cars. 
About noon on the 29th a freight train on the Pennsyl- 
| vania Railroad ran into the rear of a preceding freight near 
Altoona, Pa., damaging the locomotive and several cars, 


BUTTING COLLISIONS. 

On the evening of the 5th, on the Marietta & Cincinnati 
road, near Lyndon, O., there was a butting collision between 
| two freight trains, by which both engines were wrecked 

with 13 freight cars piled up on - of them, six train-men 
| and a tramp, who was stealing a ride, were hurt. 
| On the 9th two cars broke loose from a freight train on 

the Cleveland, Columbus, Cincinnati & Indianapolis road in 
| Indianapolis, Ind., and ran back down grade and into a 
| freight engine just coming out. 
were badly broken. 

{About I o’clock on the morning of the 10th the Pacific 
| express on the Michigan Central road, running at the rate of 
| about 25 miles an hour, ran into the head of a switching 
| train, which had gone out on the main track at Jackson 


siding the other side of the yard. There was some 
the time, but the men on the yard engine, which had almost 
stopped, saw and heard the express in time to save them- 
selves by jumping. It is believed that the engineer of the 
| express saw the head-light of the yard-engine, but in the fog 
| did not realize it was on the main track until too late. 


air-brakes and whistling for the hand-brakes. 
| train had 14 cars, a baggage car, an express car a smok- 
ing car, an emigrant car, four ordinary passenger and six 
Wagner sleeping cars. As the trains struck, the two engines 
reared in the air and fell to the right, the heavy locomo- 
motive of the express train bearing the other backward. 
The express and 
train continued on, sliding clear over the locomotives, and 
only coming to a stand-still many feet beyond. The smok- 
ing car, next to the baggage car, coming full against the end 
of the locomotive, crushed the cab into minute fragments, 
and was brought toa dead stop. The next car behind, a 
second-class or emigrant car, urged on by the terrible force 


of the long train behind, pressed against the smoking car, | 


| causing it to rise from its trucks and tear completely through 
the emigrant car, crushing and cutting away everything in 
its path. The cars telescoped in the most complete manner 
which could be imagined, the two being actually consoli- 
dated into the space of one. The terrible impetus of the 
whole was demonstrated by the appearance and location of 


The third car, rising partially from the trucks, still main- 
tained its form, and, although badly wrenched and broken, 
the glass being smashed out of the windows, there were but 
few injured. None of the other cars left the track and their 
occupants were uninjured. Despite the violence of the shock 
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ra misplaced switch and into | 
izht standing on a siding, at Andover, | 
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Junction, Mich., to switch some freight cars across upon a | 
og at | 


He | 
stuck to his engine and did his best to stop it, putting on the | 
The express | 


maggage cars of the incoming passenger | 


the car trucks, 32car-wheels being crowded under one coach. | 
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xclusive of shaft. 


some of the passengers in the sleeping coaches slumbered on 
undisturbed until awakened by the shouts of the train-men 
and the busy running to and fro, The engineer, fireman and 
18 passengers were killed; the baggage-master and 28 pes- 
sengers hurt, The Coronor’s jury in the case censured the 
yard-master and the crew of the switch-engine, and also sug- 
gested that additional signals were much needed. 

On the 11th some cars of a coal train on the Mt. Sterling 
road broke loose near Mt. Sterling, Ky., and ran back down 


grade and into the head of a following coal train. The 
engine and several cars were badly broken. 
On the evening of the 11th there was a butting collision 


between two passenger trains on the Baltimore & Ohio road, 
at Bellton, W. Va., by which both engines were badly 
wrecked, several cars damaged, an engineer and a fireman 
killed and the other fireman badly hurt. The accident re- 
sulted from a misunderstanding of orders, 

On the night of the 11th there was a butting collision be 

tween two coal trains on the Tyrone & Clearfield Branch of 
the Pennsylvania road, near Phillipsburg, Pa., by which 
both engines and several cars were wrecked and a brakeman 
hurt. 
On the 13th there was a butting collision between two 
freight trains on the Chicago, Pekin & Southwestern road, 
near Dana, Ul., by which both engines and several cars were 
| completely wrecked and the road blocked a whole day. 

On the evening of the 14th there was a butting collision 
| between a gravel and a freight train on the Wabash road 
near Jewell, Ind., a thick fog prevailing at the time, Both 
engines and several cars were damaged. 

On the night of the 14th there was a butting collision 
between a passenger and a freight train on the Chicago & 
Northwestern road near Baraboo, Wis., by which both en- 
gines and five cars were wrecked and three train-men burt. 
It is said that the passenger train had orders to wait at Bar- 
aboo, but did not obey them. 

On the 17th a passenger train on the Albany & Susque- 
hanna read ran into the head of a freight train which was 
making up in the yard at Oneonta, N. Y. Both engines were 
badly damaged and the engineer and fireman of the passen- 
| ger train killed. A flag had been sent out to warn the pas 
senger train, but there was a heavy fog, and it is supposed 
that it was not seen. 

On the night of the 18th a freight train on the Troy & 
Boston road broke in twonesr Pownal, Vt., and the detached 
cars ran back down the grade and into the head of a follow- 
ing freight train. The engine and several cars were damaged. 

On the morning of the 23d a freight train on the Lake 
Shore & Michigan Southern road, broke in two near Am- 
herst, O., and the detached section ran back down grade and 
into head of a following freight. The engine and caboose 
were damaged and the conductor hurt. 

On the afternoon of the 23d there was a butting collision 
between two freight trains on the Pittsburgh Division of the 
Baltimore & Ohio road, near Glenwood, Pa. Both engines 
were damaged and 10 coal-hoppers wrecked. 

On the 24th a freight train on the Central Pacific road ran 
into the head of another freight which was just going into a 
| siding at Cascade, Nev., doing some damage and blocking the 
track four hours. 


CROSSING COLLISIONS, 

Late on the night of the 14th a New York, Lake Erie & 
Western freight train ran into a New York Central & Hud 
son River freight at the crossing of the two roads in Rush, 
N. ¥Y. The Erie engine and several Central cars were dam 
| aged. 

On the afternoon of the 24th an Indiana, Bloomington & 
Western yard engine ran into an Indianapohs & St. Louis 
freight train at the crossing of the two roads in Indianapolis, 
Ind. The yard engine and two flat cars were badly 
broken. 


DERAILMENT, BROKEN RAIL. 


Very early on the morning of the 27 


27tha freight train on 
the Troy & Boston road struck a broken rail near Hoosic 
Junction, N. Y., and 12 cars were thrown from the track 


and badly broken. The road was blocked nine hours. 


DERAILMENTS, BROKEN WHEEL. 

On the morning of the 2da freight train on the Lehigh 
| Valley road was thrown from the track by a broken wheel, 
near White Haven, Pa., 20 cars being piled up together and 
badly wrecked. The road was blocked all day. . 

On the afternoon of the 14th several cars of a freight 
train on the New York Central & Hudson River road were 
thrown from the track at Ilion, N. Y., by a broken wheel. 

On the morning of the 25th a freight train on the ¢ entral 
Pacific road was thrown from the track near Verdi, Nev., 
| by a broken wheel, and 13 cars were piled up in a bad wreck, 
killing a brakeman. 

DERAILMENTS, BROKEN AXLE. 

On the afternoon of the 15th several cars of a freight 
| train on the Columbus, Chicago & Indiana Central roa? wer 
| thrown from the track near Hagerstown, Ind., by a broken 

axle. 
| On the afternoon of the 17th four freight and two passen 
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ger cars of a mixed train on the Mobile & Girard road were 
thrown from the track by a broken axle near Union Springs, 
Ala. The freight cars were badly broken, blocking the 
road all night. 

Very early on the morning of the 22d a freight train on 
the Pittsburgh Division of the Baltimore & Ohio was thrown 


from the track near Confluence, Pa. by a broken axle. 
Several cars were wrecked, one man killed and five others 
hurt. 


On the morning of the 23d four cars of a freight train on 
the Fitchburg were thrown from the track by a broken 
axle near Erving, Mass, blocking the road all day. 

On the morning of the 24th a freight train on the Nash- 
ville, Chattanooga & St. Louis road was thrown from the 
track near Decherd, Tenn,, by the breaking of an axle under 
the tender. 

On the afternoon of the 28th five cars of a freight train on 
the Pittsburgh, Cincinnati & St. Louis road were thrown 
from the track by a broken axle near Hanlan, Pa., blocking 
tie road several hours. 


DERAILMENT, BROKEN TRUCK. 


On the night of the 11th a car of a freight train on the 
New York, Lake Erie & Western road was thrown from the 
track near Passaic, N. J., by the breaking of a truck. 


DERAILMENTS, BROKEN BRIDGE. 


On the night of the 10th a passenger train on the Alban 
& Susquehanna road ran upon a low trestle near Maryland, 
N. Y., which bad caught fire and was then burning. The 
engine went over, but four express cars went down and 
were badly broken, The passenger cars remained on the 
track. 

On the morning of the 25th a freight train on the Balti- 
more & Ohio road ran upon a small wooden bridge near 
Somerset, O., which had caught fire. The engine broke 
through and 12 cars followed it, making a bad wreck. 


DERAILMENTS, SPREADING OF RAILS. 


On the afternoon of the 7th a coal train on the Seattle & 
Walla Walia road was thrown from the track near Newcas- 
tle, Wash. ‘Ter., by the spreading of the rails. 

On the morning of the 29th a freight train on the Oregon 
Central read was thrown from the track by the spreading 
of the rails near Portland, Or., and five cars were wrecked. 


DERAILMENTS, ACCIDENTAL OBSTRUCTION, 


On the night of the 11th the engine of a passenger train 
on the Staten Island road was thrown from the track by a 
rock which had fallen on the track near Clifton, N. Y. 

On the morning of the 15th five cars of a freight train on 
the Wabash road were thrown from the track at La Fayette, 
Ind.. by a draw-head which pulled out and fell on the rails. 

On the evening of the 22d as an express train on the New 
York, Lake Erie & Western was passing Union N. Y., the 
mail-bag was thrown at the car as usual, but this time it was 
not — and fell back on the track, throwing five cars off 
the track. 

DERAILMENTS, CATTLE. 


On the evening of the 10th, asa passenger train on the 
Toledo, Peoria & Warsaw road was running pretty fast near 
Glasford, Il, a cow suddenly bounded in front of the engine. 
There was no warning whatever, ‘The front of the engine 
passed over the animal, and in doing so was lifted clear of 
the rails und uncoupled from the tender. Going at such a 
high rate of speed, it continued some twenty yards on the 
ground, tearing it up and even uprooting a stump in its mad 
career, and, what is very strange, kept on its wheels until it 
came to a stand-still, where it stood clear of the main track. 
The remainder of the engine and train kept the track and 
ran past the engine about a quarter of a mile, when it was 
brought to a stop with brakes, The jar of the escaped engine 
was so slight that but few passengers were made aware of 
the accident until told. The engineer sat on his seat 
throughout the affair, a mere spectator of the queer freak of 
his engine, No one was burt nor even scared. 

On the morning of the 18th a freight train on the Valley 
Branch of the Baltimore & Ohio road ran over a cow near 
Hawkinstown, Va., and the engine and five cars were thrown 
from the track, injuring the engineer and firemen. 

On the 21st a construction train on the Chicago, Burling- 
ton & Quincy road running backward near Clarinda, Ia., 
struck a hog, and a flatcar was thrown from the track and 
upset, killing three laborers and injuring two others. 

On the evening of the 22d afreight train on the Pittsburgh 
& Lake Erie road ran over a cow at North Bridgewater, 
Pa., and the engine and 12 cars were thrown from the track, 
killing a brakeman and injuring the engineer and fireman. 


DERAILMENT, OPEN DRAW. 


On the evening of the 13th a yard engine and two freight 
cars on the Chicago, Milwaukee & St. Paul road went 
through the open draw of the Burlington slip bridge in Mil- 
waukee, Wis. The engineer and firemen were badly hurt, 
and an operator, who was riding on the engine, went down 
into the river and was crushed under the engine. There 
was a thick fog at the time and the engineer could not see 
the draw-signal urtil he was too close to stop. 


DERAILMENTS, MISPLACED SWITCH. 


On the morning of the 8d_ the engine of a passenger train 
on the New York, Lake Erie & Western road was thrown 
from the track in Paterson, N. J., by a misplaced switch, 
causing a short detention of the train. 

On the omnia of the 4th a passenger train on the St. 
Paul, Minneapolis & Manitoba road was thrown from the 
track by a misplaced switch in St. Paul, Minn. 

On the 10th the engine and gage car of a passenger 
train ou Morgan’s Louisiana & Texas road were thrown 
from the track in Algiers, La-’, by a misplaced switch. 

On the morning of the 11th the engine of a freight train on 
the Pittsburgh, Cincinnati & St. Louis road was thrown from 
the track by a misplaced switch near Port Washington, O. 
The fireman jumped, was caught under the train and killed. 

On the 23d a freight train on the Chicago, Burlington & 
Quincy road was thrown from the track Ottumwa, I[a., 
by a niisplaced switch. 

On the morning of the 25th the engine of a passenger 
train on the Nerwich & Worcester road was thrown from 
the track by a misplaced switch. near Putnam, Conn. The 
engine fell over on its side and was damaged. 

On the morning of the 28th a passenger train on the Ft. 
Wayne, Muncie & Cincinnati road was thrown from the 
track in Muncie, Ind., by a misplaced switch. 


DERAILMENTS WITH MALICIOUS INTENT. 


On the night of the 1sta train on the New Brunswick | 


road was thrown from the track near Grand Falls, N. B., 
where a rail had been loosened and then spiked down out of 
its place. Fortunately, no one was hurt. 

On the night of the 3d a freight train on the Rensselaer & 
Saratoga road was thrown from the track near Poultney, 
Vt., by a purposely-misplaced switch. The engine and i4 
cars were badly broken and some heavy blocks of marble 
Ne on the track. The fireman and a brakeman were 
rurt, 

On the night of the 6th, near Thomson, Ga., on the 
Georgia Railroad, a piece of railroad iron was stuck in the 
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middle of the track, at an angle of 45 degrees, and a few 


gine. Luckily nobody was hurt, though considerable delay 


was subsequent found, arrested and held for trial. 
On the evening of the 11th the engine and several cars of 
a fieight train on the Southeastern Railway of Canada were 


wood piled up on the rails. 

Near noon on the 21st a passenger train on the Marietta 
& Cincinnati road was thrown from the track at Burden’s, 
O., by a switch which had been purposely misplaced and 
spiked open. The engine upset and rolled thirty feet down 
the bank, the baggage car landing on top of it; two pas- 
senger cars upset, but were not much broken, and the 
sleeping car left the track, but remained on the ties. The 
engineer, fireman, express messenger and baggageman were 


DERAILMENTS, UNEXPLAINED AND MISCELLANEOUS, 


On the afternoon of the 4th a freight train on the South 
Carolina road ran off the track at Five Mile Turnout, 8. 
C., blocking the road several hours. 

Very early onthe morning of the 5th several cars of a 
coal train on the New York Central & Hudson River road 
ran off the track at Palmyra, N. Y., and were scattered over 
two tracks. 

On the night of the Sth a freight train on the Racine & 
Southwestern Division of the Chicago, Milwaukee & St. 
Paul was thrown from the track near Elkhorn, Wis., wreck- 
ing the engine and several cars, and injuring the fireman 
and a brakeman. 

On the morning of the 9th a freight train on the Cincin- 
nati, Hamilton & Dayton road ran off the track at Glendale, 
O., blocking the road three hours. 

On the nightof the 9tha car of a freight train on the 
Boston & Albany road ran off the track in Springtield, 
Mass., and was badly damaged. 

On the 10th a construction train on the Northern Pacific 
road ran off the track at Coal Bank, Dak., and the engine 
was badly wrecked, injuring the engineer and fireman 
badly. 

Early on the morning of the 11th the engine of a freight 
train on the Pittsburgh, Cincinnati & St. Louis road ran off 
the track at Port Washington, Pa., injuring the fireman. 

On the 11th the engine of a freight train on the Kansas 
Central road ran off the track at Winchester, Kan. 

On the morning of the 15th two cars of a freight train on 
Wabash road ran off the track at Defiance, Ubio. 

On the morning of the 15th, in the New Jersey Central 
yard, at Phillipsburg, N. J., a new engine was star ding near 
the turn-table,which was adjusted to receive another engine. 
The fireman of the new locomotive was engaged in shining 
the brass work, and was stepping into the cab window, when 
his body struck the throttle, throwing it wide open. In an 
instant the engine was off under full head of steam. The 
driving-wheels made two revolutions, and then the engine 
dashed into the open pit of the turn-table. The fireman 
shut off steam almost immediately, but the work had al- 
ready been done, and the engine was a wreck at the bottom 
of the pit, the table was ruined, and a loss of $5,000 or 
more occasioned. 

On the evening of the 15th the pay-car on the Cleveland 
& Pittsburgh road ran off the track and upset near Canal 
Dover, O., injuring five men. 

On the morning of the 17tha freight train on the New 
York, Lake Erie & Western road ran olf the track near Ad- 
dison, N. Y., blocking the road four hours. 

On the morning of the 19th a freight train on the Mobile 
& Ohio road ran off the track near Meridian, Miss., wrecking 
several cars and blocking the road eight hours. 

On the 21st the engine of a freight train on the New York 
Central & Hudson River road ran off the track at Thomp- 
son’s Crossing in Syracuse, N. Y., blocking one track several 
hours. 

On the afternoon of the 2ist, as a Charlotte, Columbia & 
Augusta passenger train was coming into Charlotte, N. C. 
as the engine passed over the frog of a switch, it jumped the 
track, and, striking the side track, ran along on the cross-ties 
of this for a distance equal twice its length and then mounted 
the rail. So when the train was stopped by application of 
the air brakes, the engine—all the winele of it—was on the 
side track, the cars on the main track, and the tender of the 
engine between the two tracks. In all the confusion and 
changing around of things, nothing was broken and no one 
was hurt. 

On the 22d a car of a passenger train on the Louisville 
Branch road ran off the track near Wadley, Ga. 

On the 26th a wild engine on the Chicago, Rock Island & 
Pacific road jumped the track near DeKalb, Mo., and rolled 
over into the ditch. There were five men on the engine; one 
of them wus killed and two fatally hurt. 

On the 27th a freight train on the Atchison & Nebraska 
road jumped the track while backing through the yard in 
Atchison, Kan., and five cars were badly broken. A man 
who was riding in the caboose was hurt. 

On the night of the 830th the engine of a freight train on 
the St. Louis, Keokuk & Northwestern road ran off the 
track at Clarksville, Mo, 


BOILER EXPLOSION. 


On the evening of the 28th the boiler of the engine of a 
passenger train on the Delaware, Lackawanna & Western 


in Hoboken, N. J. 
top just over the crown-sheet of the fire-box and the force of 
the explosion threw the engine over on its side and demol- 
ished the fences and express shed adjoining. The engineer 
was killed and the fireman fatally injured. The cause of the 
explosion is unknown, 


OTHER ACCIDENT. 


dianapolis & St. Louis road was near Robinson Creek, IIl., a 
connecting rod broke on the engine, the loose end whirling 
round and tearing one side of the cab to pieces. The fire 
| man was thrown off and hurt; the engineer jumped, struck 
against a bridge and was killed. 


This a total of 104 accidents, by which 35 persons were 


cidents; in 19 others, accident but not death was caused, 
while in 72, or 69.2 per cent. of the whole number, no seri- 
| ous injury to persons is recorded. 

As compared with October, 1878, there is an increase of 
| 43 accidents; the number killed is the same, and there is a 
| decrease of 67 in the number injured. The large number of 
| casualties last year was caused by the Wallaston accident. 

| These accidents may be classed as to their nature and 
causes as follows: 





| COLLISIONS : 
SS EEE Cer ar eT Eee 82 
Butting collisions. . + ene EMS 2 Oke a bees ab 
eT re eene i eee 









hours thereafter a freight train ran into it, the pilot being 
wrenched almost off and bent around to the side of the en- | 


was caused and the engine much defaced, The train-wrecker | 


thrown from the track near Roxton, P. Q., by a lot of cord- | 


road exploded, just as the train was starting from the depot | 
A long strip was torn out of the wagon | 


On the morning of the 12th, asa freight train on the In- | 


killed and 96 injured. The 85 deaths were caused by 18 ac- | 
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Twelve collisions were caused by trains breaking in two ; 
seven by fog; four by the very careless leaving of cars on 
main track; two by mistake in or disobedience of orders; one 
each by a misplaced switch, by careless running and by sud- 
den derailment of train on the opposite track. There were 
29 accidents traced directly to defect or failure of road or 
equipment. 

The division of accidents and casualties according to 
classes of trains may be stated as follows : 


Colli- Derail- Other ac- 
Accidents: sions. ments. cidents. Total. 
To passenger trains . 2 1: 1 16 


To a passenger and a freight 1 & : 1l 
To freight trains .... . ..... 35 41 1 77 
BNE si cbKka sen raee ih es a ot 2 104 
Casualties: 
ERTS eye 21 11 3 35 
PE UN cc taccnnevcsiverccdces 65 30 1 96 
WOUND Vexccscreavada 4 86 41 4 131 


Fifty accidents happened in daylight; 38 in the evening or 
night, that is, during the hours of darkness; in 16 the time 
is not recorded nearly enough to tell. Of the two broken 
bridges recorded, both failed for the same reason; one was a 
wooden bridge, the other a wooden trestle, and both were on 
fire, having their timbers partly burned through when they 
failed. 

The month is remarkable for several things. The number 
of accidents was unusually large; the proportion of collisions 
was unusual; the proportion of accidents to freight trains 
recorded was larger than usual; some of the causes of acci- 
dent common at this season are wholly absent, and the 
record contains the worst accident--the Jackson collision-- 
since the Wollaston accident a year ago, The unusual pro- 
portion of freight accidents may be explained by an unusually 
heavy freight traffic everywhere, not only requiring more 
trains,but bringing out all the available equipment, including 
perhaps some that is hardly in proper condition for service. 
It may be, too, as is always the case after a great accident, 
that more attention has been given to accidents and they 
have been recorded more closely than usual. This would 
bring more of the freight acciderits to light, for those hap- 
pening to passenger trains are generally heard of, unless they 
are very slight. 

Train-wreckers have varied their methods in the month, 
in two cases using malicious obstructions, in two misplacing 
switches, in one removing a rail from its place, and in one 
running a car from a siding out upon the main track to 
cause a collision. Carelessly misplaced switches continue to 
abound, causing seven derailments and one collision. Ma- 
liciously-caused accidents were six in all, an unpleasantly 
large number. Perhaps the most striking lesson of the 
month, as expressed in its great accident, is the necessity of 
better signal systems than are in use on most roads, and of 
more care in their management; this, perhaps, should not 
have needed such an emphatic warning to enforce it, but it 
may not be too late to prevent other disasters. 

For the year ending with October the record is as fol- 
lows: 


Number 
of accidents. Killed. Injured. 

November.......... ease .90pscemondruie ties 68 15 54 
ee RPT is. siginin bch Ro aaceanaa 16 58 
PE bs xdeud sUbabipdecens Seas axdewent 113 23 90 
February.... .....0+. ; .vcckpiaeters . 88 11 75 
PR sae oc56 aisle nies 9-03 ai eier ed ak ee 14 50 
DEEDS Sov e0c Sls leveeveceeteeccveavesets Oe 4 27 
BGs 6s REGRESS viabuicivivsemeseea cdg) weed 37 5 20 
PS tines bbb Veils cha pet een . 64 18 55 
PT Wied ese ress ‘ et srene nt . &1 14 54 
CS a ee way 1. ae 19 59 
September............ ¥ tos 7a 8 47 
GROUT. cc ccens cones : merits. 35 96 
, Ae Kb nae er eerrr ee 182 685 
Total, same months, 1877-78.... ....... 758 204 740 


The averages per day for the month were 3.35 accidents, 
1.18 killed and 3.10 injured; for the year they were 2.43 
accidents, 0.50 killed and 1.88 injured. The average cas- 
ualties per accident were, for the month, 0.337 killed and 
0.923 injured; for the year 0.205 killed and 0.774 injured. 








|Mr. G. R. Blanchard’s Testimony before the New 
York Investigating Committee. 


(Concluded from page 606.) 


BALTIMORE AND PHILADELPHIA COMPETITION, 


Mr. Blanchard then described the progress of the Balti- 
| more & Ohio and the Pennsylvania railroads in securing 
connections with Western cities. The latter controls con- 
nections which give it two routes to Cincinnati, three to 
Louisville, two to St. Louis, two to Chicago, one to Toledo, 
one to Cleveland, two to Erie, two to Buffalo, has a line 
north through the lower peninsuia of Michigan, and a steam- 
| boat line on the lakes—the Anchor Line. It has also control 
| of the Northern Central Railway, which gives an outlet for 
| its whole system at Baltimore, and with the Baltimore & 
| Potomac connects it with Washington and the South. The 
i. of the United Railroads of New Jersey brings it to New 
ork, 

The Baltimore & Ohio controls the Marietta & Cincinnati 
and the Ohio & Mississippi, making a line from Baltimore 
to St. Louis, 276 miles shorter than that from New York to 
St. Louis by way of the Erie: and the Atlantic Great 
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Western. It has also the line from Newark to Lake Erie at 
Sandusky, O., and thus has lines to Cincinnati, Louisville, 
St. Louis, Chicago and Sandusky. It has no control of any 
line east of Baltimore. Its contract with the Philadelphia, 
Wilmington & Baltimore gives the latter control of the west- 
bound business out of Philadelphia and allows it a terminal 
charge on it. It has also a contract with the Penn- 
svivania for New York business. It formerly maintained 
New York connections by a steamer line, but gave that up 
0. securing the rail connection. It has no ocean steamers to 
Liverpool of its own. It began to develop ‘Baltimore busi- 
ness by three small steamers, which could not pay, but 
served to demonstrate that there was business at Baltimore, 
and it afterward got the North German Lloyd and the Allan 
Line to put on some steamers to Baltimore. The latter be- 
gan running in 1870 or 1871. 

The steamers running to Philadelphia are: One line to Ant- 
werp, and the line of the American Steamship Company to 
Liverpool, the latter being controlled by the Pennsylvania 
Railroad Company. 

The number of ede and steamers to New York is incom- 
parably greater. 

The hie road controls no independent connection to Chi- 
cago, except by steamboats from Buffalo. Its business is 
done by way of the Lake Shore from Buffalo, and also by the 
three Baad roaus from Buffalo to Detroit, and by the 
Michigan Central, thence to Chicago, the Lake Shore, the 
Michigan Central, and the Canada Southern being controlled 
by Mr. Vanderbilt. It also does a little business over the 
Baltimore & Ohio, andthe Atlantic & Great Western from 
Chicago ; and its palace and sleeping cars are run by the 
Atlantic & Great Western to Mansfield, and thence by the 
Pittsburgh, Fort Wayne & Chicago to Chicago. it has also 
alineby the Atlantic & Great Western to Urbana, and 
thence by the Pittsburgh, Cincinnati & St. Louis to Chicago. 
It reaches St. Louis by the Wabash, and by the Cleveland, 
Columbus, Cincmnati & Indianapolis, also by way of Chi- 
cago, and the Chicago & Alton. 

Jp to 1867 or 1868 the Baltimore & Ohio did not carry 
grain in bulk, and neither it nor the Pennsylvania carried 
much grain. Most of it was brought East by the canal, the 
rest chiefly by the Erie and the New York Central. 

The Baltimore & Ohio began to seek grain shipments in 
1868 or 1869, the Pennsylvania as soon us it had perfected 
its connections by leases put on large numbers of grain cars, 
and then entered into the grain-carrying business, 

The east-bound through rates were made altogether by 
Western railroads, and they determined to whom cars 
should be given, and how long the rates should last. The 
rate was based on the rate to Chicago, because at Chicago 
the water route limited the amount it was possible to obtain. 
Witness meant by the trunk lines the Eastern roads—the 
Baltimore & Ohio, the Pennsylvania, the Erie, the New 
York Central & Hudson River, and the Grand Trunk. 

Rates from other Western points referred to were deter- 
mined by the ‘‘ McGraham table” previously referred to, 
almost exactly in proportion to their distance from Boston 
compared with the distance of Chicago from Boston. But, 
under this arrangement, other places often complained that 
business was drawn to Chicago. The basis was changed 
last June so as to first deduct a sum to represent the fixed 
charges at the two termini befure proportioning the rate to 
the distance. This makes the rates from pomts nearer than 
Chicago higher in proportion to the Chicago rate than they 
used to be. 

The rate to Boston and interior New England points is 5 
cents per 100 lbs. more than the rate to New York; but in 
1871, when the Cunard Line put on steamers to Boston 

ain, the Boston & Albany paid a drawback of 5 cents per 
100 Ibs, on all grain exported, making on exports the same 
rate as to New York. At that time the rate to Baltimore 
was 10 cents, and that to Philadelphia 5 cents less than to 
New York. After the Baltimore & Ohio had secured its 
connections with the Northwest, the rate to Baltimore was 
made the same as that to Philadelphia. 

Witness then read the following statement: 


Statement showing the longest, shortest and average distances 
Srom New York to Chicago, St. Louis. Louisville, Cincinnati and 
Indianapolis ; also distances from Philadelphia and Baltimore 
to same points, 
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| DISTANCES From New YorRE. 3% } ge 

WESTERN CITIES. | EE } 58 
ok 2 
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Longest. Shortest. mater Eg |\?¢ 

PE |: 6B 

To Chicago..... | 1,027 +933 ~~—«986 | B28 | B39 
* St. Louis. ... ... 1,166 1,063 1,120} 973 | 917 
*. Louisville .-| 1,015 884 947 | 794 | 706 
“ Cincinpati ............ 881 757 816 | 667 | 576 
“ Indianapolis.......... 905 825 872 | 735 | 685 
Total average...... 599 888 O44 | 708 | 745 


Percentages based on | 


shortest average dis- | 
NT acess vote” sr0 nee 100.0 tows 79.0 


The leading Western grain markets are Chicago, Milwau- 
he St. Louis, Kansas City, Indianapolis, Toledo and De- 

roit. 

The rate beitg based upon the Chicago rate would some- 
times cause tobacco from Paducah, for instance, to go by 
way of New Orleans, or cotton that would otherwise have 
gone by the trunk lines, by the same route. This made it 
necessary to modify the Southwestern rates, Rates could be 
advanced at Chicago when navigation was closed, but the 
Mississippi being still open a corresponding advance might 
not be practicable further south. 

Witness quoted from his argument on the Reagan bill 
made before a committee of Congress last winter, stating 
the circumstances that affect through west-bound rates. If 
rates are made too high in winter, freight will be withheld 
unti! navigation opens, and thus all through rates are limited 
by water competition. 


DEMORALIZATION OF RATES. 

Under the arrangements made there was frequent cutting 
of rates by railrvads to divert traffic from one route to 
another, and one city to another. The Evansville & Craw- 
fordsville Railroad, for instance, having no interest in 
Cincinnati business, would frequently pay as much to a 
steamboat for carrying tobacco from Paducah to Evans- 
Ville as was paid from Paducah to Cincinnati; then Cincinnati 
would reduce its rail rates ; when the Pennsylvania secured 
its Chicago connection and bad no control of a St. Louis con- 
nection, it would try to draw all the business to Chicago, 
especially if it wanted to influence the lease of a line to St. 
Louis ; this would lead the Ohio & Mississippito reduce its 
rates from St. Louis. The combinations by leases then had a 
great effect on rates, By 1873 the railroads had enlarged 
their facilities, and were prepared to carry much more 
freight than before, and then general business fell off, and 
the lake vessels accepted very low rates. There be’ an 
accumulation of cars, the s when they could get 








regular rates were tempted to accept whatever they could 
getin order to get loads. 

Then the character of the through grain business changed. 
English merchants established rena in Chicago and New 
York. Of late years offers have been telegraphed for as 
much as 500,000 bushels of grain. Then it had to be known 
how much it would cost to deliver that quantity in Liverpool. 
With these competed great grain houses in New York, like 
David Dows & Co. So when there was a surplus of cars,it be- 
came desirable for arailroad to make contracts for carrying 
these large quantities. The result was a great demoraliza- 
tion in east-bound rates. When the regular rate was 720 cents, 
agg = would go to a railroad and ask for 500 cars for grain 
to New York, et 15 cents when they never had a 
car-load of grain; but they would go to those who 
had in, and let them have the cars at 2¢ 
cents below regular rates, and so make 2'¢ cents per 
100 Ibs. The system also encouraged the understatement of 
weights in cars. They did this chiefly from points where 
there were no track scales. In 1875 a car broke down on 
the Erie which contained 40,000 Ibs. of grain (the maximum 
load permitted being 24,000 Ibs.). Track scales have been 
pat in to detect this practice. Contracts were made in all 

inds of ways to conceal reductions from regular rates. At 
first they were made only in the West, but afterward in the 
sea-board cities. There was great encouragement to dis- 
honesty in shippers, and great loss of revenue to the rail- 
roads. To prevent the demoralization in east-bound rates 
from reaching shipments to its local stations, the New York, 
Lake Erie & Western, May 12 last, issued a circular to its 
Western agents and connections stating that on all freights 
oes petroleum and live-stock that company would accept 
the New York rates on shipments to Jersey City, Newark, 
Paterson, Passaic, Piermont, Carbondale, bin hamton, El- 
mira, Owego, Corning and Newburgh; that the minimum 
to stations west of Susquehanna would be 18 cents per 100 
Ibs. from Buffalo, Salamanca, Suspension Bridge and Inter- 
national Bridge, and 20 cents from Dunkirk to stations west 
of Susquehanna, the company would accept its proportion 
of the full New York rate, provided it should not be less 
than 10 cents per 100 Ibs., ete. 

Circulars fixing these rates on business from western con- 
nections to local points are issued twice a year, the rate be- 
ing higher in winter, but not more than 2 cents per 100 ibs. 
higher, Witness knew of no exceptions having been made 
in these rates to local points. 


THE ORIGIN OF THE JOINT EXECUTIVE COMMITTEE, 


To remedy the demoralization of east-bound rates to the 
sea-board was an extremely difficult task. One road con- 
trolled one thing and another another. The strong com- 
panies were inclined to use their strength to keep the smaller 
ones which depended upon them for connections from getting 
traftic where the strong roads had lines in their own inter- 
est, and the result was often a demoralization of rates. The 
Grand Trunk’s line from Chicago to Boston was 152 milcs 
longer than the line by Buffalo and Albany, but it found it 
necessary to compete for the business. But when the west- 
bound trunk-line pool went into operation July 1, 1877, 
there was for the first time a nucleus of executive officers to 
which questions could -be referred for settlement. Gradu- 
aly Bye ged regarding east-bound business became in- 
volved with the west-bound business, and disputed matters 
were referred to this Trunk Line Executive Committee. 
There was a central office in New York, with Mr. Fink, a 
man of energy and ~<— experience, of calm judgment, and 
an honest man, at its head. He has endeavored persistently 
to bring about the results that have been achieved. 
The trunk lines, too, came to exercise more direct co trol 
over their Western connections, Mr. Vanderbilt acquired 
the Michigan Central ; Mr. King, the First Vice-President 
of the Baltimore & Ohio, became the active manager of the 
Marietta & Cincinnati and the Ohio & Mississippi; the At- 
lantic & Great Western authorized witness to represent it, 
and Mr. Rutter represented the Lake Shore. Finally 
the Western Executive Committee was organized, with Mr. 
McCullough as Chairman, Then, in order to reduce as 
much as possiblethe number of persons necessary to deal 
with the questions coming before it, Mr. Cassatt was author- 
ized to represent all the Pennsylvania’s Western lines, Mr. 
Ki ig the Baltimore & Ohio’s, witness the Atlantic & Great 
Western, and Mr. Rutter the Lake Shore and the Michigan 
Central. In Chicago on the 18th and 19th of December the 
“Joint Executive Committee” was organized, with Mr. 
Fink as Chairman. This organization dia not go into effect 
for a time, for lack of the codperation of one or two parties. 
Demoralization of rates then occurring, the presidents of the 
trunk lines held a meeting in January or February, and 
called upon their general officers to explain the reason. 
These met in Philadelphia in April, and made a re- 
port, in which they said that no agreement could 

made to stand which did not provide for 
an actual division of the tonnage, and that as 
the railroad officers could not be expected to agree as to the 
proper allowances of the several roads, provision should be 
made for arbitration. The presidents then asked the opin- 
ion of the executive freight officers as to the proper persons 
for a board of arbitration. Ata meeting in Mayor June 
the names of 21 persons were submitted, and of these Charles 
Francis Adams, Jr., David A. Wells and John A. Wright 
were chosen. Witness thought a board of higher intelli- 
gence and integrity could not have been chosen. Witness 
submittea the articles of organization of the Joint Executive 
Committee as finally amended June 18, 


APPORTION MENTS. 


The Board of Arbitration decides questions submitted to 
them as to the proportions of traffic to the several lines at 
competing points. They have made the following awards 
for the division of east-bound freight: 

Cuicaao. 
Made Aug. 21, to take effect Aug. 1, 
Per cent. 
IO.) codinitor nie dé acdseorepuseeaecees ++ save 31 
Lake Shore & Michigan Southern............... 0...... .. & 


Pittsburgh, Fort Wayne & Chicago....... ............ foetal 
Pittsburgh, Cincinnati & St. Louis....................0005- . 10 
DD ETUE hoo sdiscchbwsssbedeseds cokeepevcwde revere ae 


ST. LOUIS. 
Made Aug. 1, to take effect Aug. 1. 
Per cent. 






ER, cons eo dash eek  beeendiseseay cocned on 20 
Teh: (binan > snoderos cnaresdereshtraadensts opreepsondue 20 
ST, CMD» 0.000 he.oschiaps, Shap Cosdiccteseaedeseee 20 
NS LoS vcore es aasesb ek aewE es sehnens! peoetons abae 20 
SOUL, - iig vase ccaed Bosasdeddrcodscdos ‘eosvedeads 20 


CINCINNATI, 
Made Aug. 28, to take effect June 9. 


Per cent, 
1 


CRE Os sen vnKs -bapbsiired <ychoonesony idee 9 
Cincinnati, Hamilton & Dayton................ x iaealn> wh 8 
Pittsburgh. Cincinnati & St. Louis........ 06. 06. cceececeeee 31 
Cleveland, Columbus, Cincinnati & Indianapolis....... eee 
PP Oe WOMMOEN «5 oo ap ddeessdecscvcccccss scenes . wb 


Besides these divisions made by awards of the Board of 


INDIANAPOLIS, 
Agreement made Oct, 8, 1878, to take effect Nov. 1. 
Per cent, 

Cleveland, Columbus, Cincinnati & Indianapolis. .......... Bh. 
Pittsburgh, Cincinnati & St. Louis. .... 2.0.0... 66. cece cece ee a4 
Indianapolis, Cincinnati & La Fayette 2.2... 6... ..cceeeeee 10 
Indianapolis, Peru & Chicago.......... ...s0cee0 ceeeee cece 15 
Cincinnati, Hamilton & Ind SITs snc cankccnabens o&4% 5400 6 

LOUISVILLE. 


Agreement to take effect Nov. 1, 1878. 


Jeffersonville, Madison & Indianapolis 
SOUEOE, SU oo... cn co's sae ekasere eo pattacearane 





CINCINNATI, 


Freight through the city from points west and south, based on the 
traffic of 1878, taking effect June 9, 1879. 


Per cent, 
Marietta & Cincinnati ... ............... heel padsssoaceeewnrd 70.91 
Cincinnati, Hamilton & Dayton... ...........ceeeeeeeeeeeee 5.52 
Pittsburgh, Cincinnati & St. Louis..... 2.00... 6. cece cee ee ees 4.50 
Cleveland, Columbus, Cincinnati & Indianapolis............ 12.07 
Atlantic & Great Western... 26. cscs sccecccvsres secceseecs 7.00 


Witness believed that no wiser thing could be done by 
Congress than to provide for the enforcement by law of the 
awards of the arbitrators. 


THE EXPORT BUSINESS. 


In the report of the Baltimore & Ohio Company for the 
ear ending Sept. 80, 1871, President Garrett made the fol- 
owing statement: 

‘The superior advantages offered through the direct and 
admirable route of the Baltimore & Ohio Railroad to the 
pee of Baltimore, caused the able managers of the Ohio & 

ississippi Railroad Company to change the gauge and ob- 
tain the required rolling stock to suit that change, and thus 
practically assist the merchauts of St. Louis and the consum- 
ers and producers of the vast region of which that city is 
the entrep6t to avail of the great economies of transporta- 
tion produced by the difference of distance of 272 mies in 
favor of their route to Baltimore by the Baltimore & Ohio 
Railroad, compared with their former connection, by the 
Atlantic & Great Western and the New York & Erie rail- 
roads, to the city of New York.” 

This statement was scattered broad-cast in order to attract 
traffic to Baltimore. The statement as to distances is true, 

The state of Maryland now owns $500,000 of the stock of 
the Washington Branch of the Baltimore & Ohio, and it for- 
merly owned $3,000,000 preferred Baltimore & Ohio stock, 
which it has sold. The city of Baltimore now owns $3,250,- 
000 of the Baltimore & Ohio common stock, and formerly had 
a large interest in the Pittsburgh & Connellsville Railroad. 

When the trunk lines were first opened there was no such 
thing as a bill of lading from the West to Liverpool, Every- 
thing was consigned to New York or other sea-board city, 
and the exports were all made by the consignees in those 
cities, 

When the Grand Trunk was completed, some time before 
1860, in order to get steamers to come to its termini at Mon- 
treal and Portland, it was obliged to guarantee them car- 
goes, because there was no large amount of freight consigned 
to those 50. ts (called ** spot” tonnage), as at New York and 
Boston, which steamers could depend upon for cargoes, 
Thus it was led to give through bills of lading to Liverpool 
and moreover to accept whatever rates were necessary to 
secure the amount of freight which it had guaranteed the 
steamers. Witness had reason to believe that the Grand 
Trunk kad also virtually bought grain, indirectly, to make 
cargoes for the Allan Line, by guaranteeing Montreal mer- 
chants against loss if they would make the purchases. 

At nearly the same time, but perhaps a little later, the 
foreign freight agent of the Michigan Southern road in Chi- 
cago procured the rates of ocean steamers, the Port and in- 
spection charges, etc., so that by adding them to the through 
rail rate he could guarantee shippers a certain through rate 
to Liverpool. The steamer lines did not favor this at first, 
but the Grand Trunk’s action soon made it a necessity,and the 
practice spread in New York and Boston. Very little of that 
business was done at Philadelphia and Baltimore then, and 
Baltimore had no stean ers until after the war. Th n the Balti 
more & Ohio first bought some ste ime _s, ccns‘ructed a wharf 
and otherwise encouraged the building up of an export busi- 
ness from that port. The Pennsylvania Railroad tcok a 
similar course at Philadelgbia, and built there the first rail- 
road elevator on the sea4§—nrd. As the export business in- 
creased, the steamship companies became heres J to guaran- 
tee the railroad rates of freight 10 or 15 days ahead, so that 
the railroads could get freight from the West in time to se- 
cure those rates, This enabled the railroads to quote through 
rates from the West to Liverpool, and this soon developed 
into giving through bills of lading. Then the vessels went 
to the railroad docks to get the freight. In New York none 
of the re r passenger-steamer lines will send its vessels 
for freight; the freight must be brought to them. For this 
reason the New York railroads lighter their freight to the 
steamers. Grain they put in a canal-boat, which is towed to 
the vessel, where a floating elevator transfers the grain from 
the canal-boat to the ocean vessel. The railroads pay the 
cost of bringing the grain to the ship. 

Moreover there is so much ‘‘spot” freight at New York 
that the steamship lines refuse to quote freight rates in ad 
vance to induce the railroads to make through rates from 
the West by way of New York, as is done by many of the 
other cities. Sometimes railroad agents have made through 
rates, but then they have taken the risk of an advance in 
the steamer rates. 

The delivery by lighters was sometimes very troublesome 
aud expensive, Witness remembered a recent case where a 
lot of export flour lay on a lighter 73 days, 

Sailing vessels sometimes go to the railroad’s dock, Wit- 
ness thought that from one-fourth to one-half of the grain 
exported went by steamer. 

There is an elevator a«sociation at New York, including 
the floating elevators and the Brooklyn elevators, which 
fixes the rates for elevating. The Erie road has no elevator 
and has nothing to do with this association. He did not 
know whether the New York Central elevator was in the 
association. The Erie is now building a large elevator in 
Jersey City. : 








The Chairman of the Committee said that he saw no ob- 


| jection to through bills of lading, if the railroad did not dis- 


criminate against consignees at the terminus. 

Witness had always been opposed to the issue of a through 
| rate and bill of lading, in which he differed from nearly all 
the other railroad officers. The rates change very frequent- 
| ly, and sometimes are lower at Boston and Baltimore than 
|at New York, and sometimes higher. Thethrough rate from 
| Chicago to Liverpool, if composed of the full rail and stean er 
| rates of any given day, sometimes would be higher by way 
of New York than by way of another port. Then, if the 
railroad accepts the rate by the cheapest port and carries to 
New York, it must accept less for the export freight than 
for the freight consigned to New York only. Witness pre 
| sented the minutes of a meeting of freight agents in New 
| York, in December, 1876, at which a committee, appointed 
| to confer with the steamship lines, learned that the latter 
thought it impossible to quote rates a week ahead, the off) 


Arbitration, the following divisions have been agreed upon | cers of the Grand Trunk said that their contract with the 


by_the roads interested: 


Portland steamers required them to provide a load weekly, 
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and that the liability of their line to snow blockades made it 


advisable for them to secure at whatever rates might be 
necessary a stock of grain to store in Portland to 
meet possible deficiencies in weekly deliveries, but final] 
accepted the ment arrived at by the meeting, whic 
was, substantially, that on all freight eastward from West- 
ern competing points to transatlantic ports should be the 
same by all the railroads and all the Atlantic ports; that 
that they should be ascertained by taking the sum of the 
regular rail rates and the steamer rates of the day by the 
different ports, and taking the one which should be lowest 
for the general rate at which contracts for shipments to 
Europe would be made in the West, The Grand ‘Trunk was 
allowed to accumulate 300 car-loads at Portland to meet 
vossible deficiencies in winter deliveries, at the highest rates 
t could command, but this accumulation must be made 
from local points in Canada as far as ible, 

This arrangement did not last fortwo months, and wit- 
ness thought unless the railroads controlled the steamer lines 
it would be impossible to give through bills of lading with- 
out causing complaints at one port or another that the for- 
eign consignee was getting lower rates on the railroad for 
freight shipped rene oS rt than were granted to the 
American exporter for ght to him at the 


+, There have been repeated attempts since to re- 
cow the agreement, but nothing can be done without 
the codperation _ of steamship lines, which now 


have their own Western nts and give bills of lad- 
ing to Liverpool to suit themselves, taking the ship- 
pers’ railroad bill of i exchange. If a railroad 
should give a through bill of lading, it would take the risk 
of an advance in steam rates. Contracts made by a railroad 
early inSeptember,to carry wheat at the current rate to Liver- 
pool in October, would require about two-thirds of the rail 
rate to pay the increase in the steamer rate before the end of 
October. “The Erie has made no such contract since 1876. 
all its contracts for through exports were made up of its ful 
rate, plus a rate which a steamship line contracted to ac- 
cept. It had lost a very large amount of business by adher- 
ing to this policy. ‘ 

This question of export business and rates exceeded in 
difficulty any that witness had ever had to deal with in his 
railroad service. It had beea further complicated by the 
pumber of “ wild steamers” (not belonging to any line) which 
have beea sent to this country to look for cargoes since the 
stagnation of trade in other parts of the world. 

THE DIFFERENCE BETWEEN NEW YORK AND BALTIMORE 
RATES. 

Before the Baltimore & Ohio was completed to Chicago, 
there was little complaint of the differences in rates in favor 
of Baltimore, which were then 10 cents or more per 100. Ibs. 
That extension of the Baltimore & Ohio was announced be- 
forehand as intended to bring down rates, Witness had 
heard President Garrett say that on the completion of this 


line. like another Samson, he would pull down the 
temple of rates upon the heads of the other trunk 
lines. A contest between the trunk lines continued 


from the time of the opening of the Baltimore & Ohio 
to Chicago near the close of 1874 until the latter part of 
June, 1875, when there was a temporary truce. The Balti- 
more & Ohio had 11.6 per cent. of the grain that arrived in 
1874 and 11.8 in 1875; the Pennsylvania 11.9 in 1874 and 
18.8 in 1875. Both, then having nearly perfected their fa- 
cilities, had demonstrated their ability to secure traffic so 
that a reduction of the differences in favor of Philadelphia 
an Baltimore was justified, which the New York roads re- 
peatedly demanded, March 2, 1876, it was agreed that 
rates be based upon maine, which reduced the differences, 
the New York roads a, ng to give this a trial. On the 
19th of April,the New York roads, having made the trial for a 
month and a half, withdrew from this agreement, and a con- 
teat then begun which lasted nearly till the end of December, 
when the Pennsylvania and the Baltimore & Ohio indicated 
their willingness to reconsider the question of differences. 
There was a number of conferences, which resulted in the 
agreement of April 5, 1877, yp Biter the differences of 10 and 
6 cents from Baltimore and Philadelphia were reduced to 8 
and 2 cents, Anagent was sent to Baltimore to get the 
steamer rates during 1876, and these seemed to justify a 
difference of 8 cents per 100 Ibs. in the rail rates in favor of 
that city. The basis of the sqreeens was that the sum of 
the rail and ocean rates should be the same by all the ports. 
The contest of 1875 was chiefly #@tween the Baltimore & 
Obia and the Fengeyivenis that 1876, between these 
two roads and the New York roads, the latter doing every- 
thing possible to increase New York’s share of the traffic. 
‘The results were, in percentages of all grain arriving at the 


sea-board: 

1875. 1876. 
New York.... «- te atk nie hein EET am! teat smed col 53.7 43.0 
Philadelphia and Baltimore .......... FoF EIT ORS 25.1 36.4 


The New York receipts included those by canal; to which 
the whole falling off was due. The amounts received, in 
bushels, by canal and rail were: 


1875. 1876. Ine.orDec. P.c. 
Ry vail. : c. .viscciaes 34,335,142 43,424,875 Ine. 9,099,733 26 
By canal........... 39,017,174 31,580,000 Dec. 7,437,174 19 


It is an advantage to New York that rail rates should be 
considerably higher than lake and canal rates., for then the 
che ipest outlet for nom must be by way of New York. At 
one t me this year the rail rate was 12 cents to New York 
and 10 cents to Baltimore per 100 lbs., which made 6 cents 

er bushel from Chicago to Baltimore, while the rate from 
suffalo by canal was 6 cents, 

When the differences in rates to the three cities were 
settled on the present basis in a, 1877, New York’s pro- 

yrtion of the grain rose to 49.7 per cent., against 43 in 
1376, but the New York railroads carried less, 


The receipts were: 
1876, 1877. Inc, or Dee. Pc. 
Biv val, .x:.<convanbas 43,424,875 35,872,918 Dec. 7,551,957 17.4 
By canal.....ce. .-» 31,580,000 47,055,500 Ine, 16,555,500 51.8 





New York, which had received but 43 per cent. of all 
the grain arriving at the sea-board in 1876, received 49.7 in 
1877, and 50.7 in 1878, 

In September of 1879 New York received 58.9 per cent. of 
the grain, against 61,9 in September of 18758; but all the 
roads then were carrying all they could handle, and no 
differences of rates would have affected the distribution, 
The advance in the price of wheat had been such that ship- 
pers were willing to pay gay price to get it to market, 

Recently the New Yor 
Baltimore to examine into the exisuing differences between 
ocean rates from the two cities. 


| 
EQUAL RATES TO BALTIMORE AND NEW YORK WOULD MAKE 


THE 
MORE. 


If rates should be made the same from the West to New 
York as to Baltimore, then the independent Western 
roads would be interested in having the freight go to Balti- 
more, because, the distance being shorter (about 79 per cent. 
_of the distance to New York) they would get a larger sum 
for carrying over their lines. At the current rate on in 
(35 cents per 100 Ibs. from Chicago to New York) the 


amount of fr per ton per mile is less to Chicago than to 
Philadelphia or Baltimore. If the rates were in proportion 
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to mileage the rates from Chicago, St. Louis, Louisville, 
Cincinnati and Indianapolis would be from 5 to 71 
cents per 100 Ibs. less to Philadelphia, and from 
4\¢ to 8}¢ cents less to Baltimore than the New York rates, 
instead of 2 
ment of the railroads. Now, if the rates to New York were 
the same as to Philadelphia and Baltimore, the Indianapolis 


~ 


$1.73 per ton on freight to New York, $2.25 on freight to | 
Philadelphia, and $2.41 on freight to Baltimore. If it bad | 
100 cars to the sea-board per day, it would receive $600 per | 
day more if they go to Salineos than if they goto New | 
York. If the New York road should give it the same rateas | 
it would get by a pro rata rate to Baltimore, then the New | 
York road, which as it is gets aless rate per ton per mile | 
than the Baltimore or Philadelphia or Baltimore road, would 

receive still less. 


Actually, as 83 cents per 100 Ibs. is sub- | 


charge, before prorating among the several roads in the line, 
of the current rate of 85 cents gper 100 Ibs. the rail- 
roads, including the Western connections of the trunk lines, | 
divide but 32 cents. 

Actually, when traflic is heavy from Chicago and the | 








roads have sent agents to | 


WESTERN RAILROADS FAVOR SHIPMENTS TO BALTI- | 


Northwest, it helps the roads to New York; if it is heavy 
in St. Louis and the Southwest, it helps the roads to 
Baltimore and Philadelphia. In August of this year, when | 
there was no traflic for the Erie cars on the Lake Shore road, | 
it could not begin to supply the demand for them in southern 
Illinois and Ohio, and in Kentucky and Missouri, while the | 
Baltimore & Ohio was so crowded that it took grain in coal 
cars covered with tarpaulins from Chillicothe, O., and got as 
much for conveying it to Baltimore as from Chicago. 

Witness had studied for years ths question how to equalize 
the earnings of the neutral Western railroads on shipments 
to the different ports, and was as far as ever from a solution 
of it. For the New York railroads to pay the entire differ- 
ence he could not believe to be just. 

Being asked why any grain went to Boston under this con- 
dition of things, Mr. Blanchard explained that, in the first 
Jlace, only export grain pays the same to Boston as to New 

York,’and, in the second place, the whole rate to Boston is 
prorated among the railroads, while 8 cents of the New York 
rate is deducted for the lighterage charge. The Western 
railroads get more, not less, on Boston than on New York 
business. 

In course of cross-examination Mr. Blanchard said that it 
was impossible for him to tell what it cost to carry through 
or any other particular kind of business. The lowest rate at 
which the Erie had ever carried was 10 cents per 100 Ibs. 
from Chicago. He had stopped that, believing that there 
was a loss on it; he thought that the road, ought never to be 
asked tocarry for jess than 25 cents from Chicago to New 


York. 


TERMINAL FACILITIES AND EXPENSES. 

The three cents terminal charge at New York are de- 
ducted from the rate prorated when the bills of lading are 
indorsed “ Deliver as consignee may direct,”and not when it 
is delivered at one of the company’s regular stations, as Oak 
Cliff Weehawken, Long Dock, Harsimus Cove, Twenty- 
| third street, Chambers street, Pier 8 East River, or Palm 
er’s Dock, Williamsburgh, He thought about 80 per cent. 
of the Erie’s business was now delivered at places away 
from its stations, He did not anticipate any economy from 
the elevator now building except in the quicker unloading 
and return of cars. The grain would have to pass through the 
elevator to the lighter and be lightered the same as ever to 
the steamers that will not come to the elevator. | 

While the New York railroads have to deliver freight at | 
any point in the harbor where the consignee may direct, in 
Baltimore there are spur-tracks from the railroad to the 
merchants’ warehouses, and the railroad delivers the carson 
these tracks for from $2 to $5 per car, and then does 
not have to unload them. This was formerly the only way 
of disposing of grain at that port, and then the export busi 
ness was trifling, but now it has docks at Locust Point with 
22 or 23 ft. of water, The Pennsylvania Railroad sim- 
ilarly was permitted to lay its tracks through one of the best 
streets in the city, with spurs to merchants’ warehouses, and 
it had the first elevator built on the sea-board. It was much 
cheaper to get terminal facilities in either of these cities 
than in New York, by reason of the cheapness of real-estate 
and the different location of the land and water. 

Witness presented atabular statement of the trunk-line 
freight stations in New York, showing the location of each 
and the area of land occupied. This statement showed seven 

reels of land with 50.09 acres of land and 6.57 of piers 

elonging to the New York Central; 7.18 acres of pier and 
bulkhead, in four parcels, belonging to the Pennsylvania, 
and %.41 acres of pier and bulkhead, in two parcels be- 
longing to the Erie. The New York Central runs trains 
over 12.509 miles of New York streets, 3,623 of which it uses 
in common with street railroad companies. 

In Jersey City the Pennsylvania has 1.6 acres of piers and 
94.11 of land for its stations, and the New York, Lake Erie 
& Western 6.59 acres of piers and 71.95 of land, besides 6 





of piers and 83.91 of land at Weehawken (oil station) and 
Oak Cliff (cattle yards), The New York 


yvoperty has cost 
much more than the larger area of Jersey bit property. 

In Boston the Boston & Albany Railroad occupies 123.17 
acres for its termini, and witness gave the areas occupied by 
the other Boston railroads. 2 

In 1873, the terminal deliveries by the Erie Railway cost 
it $824,000, equivalent to 74.9 ceuts for every ton handled, 
including the companies’ supplies, 

Witne-s read the rules for grading grain and delivering 
graded grain at New York. Consignees are permitted to 
hold their grain four days after notice of arrival without 


it 


& St. Louis Railroad, for instance, would receive as its share | 





paying storage or demurrage. 
toaded within 24 hours goes to the elevator, where it at. once 
incurs the charge for 10 days’ storage, and it is not even 
held for 24 hours unless there are orders to that effect on its 
arrival In New York, also, the railroads preserve special 
lots of grain separate without extra charge, which 1s not | 
done in Baltimore or Philadelphia. 
Mr. Blanchard presented his letter to the New York Prod- 

uce Exchange in 1874, advocating the establishment of the | 
grading system after the first plan for it had been rejected | 
by the Exchange. He reaffirmed a stateme.t in it “ that in 
no city in the world do rail carriers do so much at so great 
| an expense in receiving, handling or delivering any class of 
| freight, free of charge, as do the railways terminating at | 
| New York for the grain trade of this city.” 

After the publication of this letter, the plan for grading 
| grain, which the Produce Exchange had rejected by a vote 
| of 3 to 1, was adopted by a vote of 8 to 1. 

| During the year 1878 the Erie road made 4,888 deliveries | 
| under the rules then adopted; in the first half of 1879, 3,161 | 


| 





| deliveries. 
| Mr, Blanchard quoted from the report of the special com- 
|mittee of the American Society of Civil Engineers on 
** Rapid Transit and Terminal Freight Facilities,” made in 
laszi, the statement that the average expenses per ton of 
freight handled in New Ycrk were $3.07 per ton, for cart- | 
age, etc., varying from $1 to $10, and tke average was 
more than the earnings of the Erie Railway onthe haul of 
422 miles from New York to Buffalo. 
In 1878, the total tonnage received and delivered by the | 
Erie at all its stations in New York and Jersey City was | 


In Baltimore grain not un- | 


| eveners undertook the whole task. 


| then stopped. 
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2,856,020 tons, of which 1,921,398, or 81.55 per cent., was 


| east-bound, and 434,627, or 18.45 per cent., was west- 


bound. In that year the cost of storing grain for merchants 


| over the four days allowed free was $42,786 in excessof what 
and 8 cents, as they actually are by the agree- | 


was received therefor. The aggregate terminal expenses of 


| the road in New York harbor that year were $936,585, which 


was atthe rate of 80 to 85 cents 

lightered (oil, coal and cattle not 

terminal on them is light). This 

miles haul, 

SHIPMENTS WEST FROM THE DIFFERFNT SEA-BOARD CITIES: 
Mr, Blanchard submitted the following table: 


ver ton on the freight 
eing included, as the 
was about equivalent to 100 


STATEMENT SHOWING THE TONS OF FREIGHT SHIPPED FROM THE SEA 
BOARD CITIES TO THE WEST DURING THE YEAR 1878, AND THE PER- 
CENTAGES DUE TO EACH ROAD UNDER THE PROPOSED DIVISIONS. 


tracted from the through rate to New York for a terminal | = 


| Cent, 
Balt. &|Ver. & 





Total tons., N. Y. Erie. Penna. 
Central Ohio. | G. T. 
Boston he ST sod 0.4.50 loced abe ul hie 4 ce vnteed coon eee: cet 
New England. 41,167).. ery R CFP RL ts 
Total 203,793 62.0 8.0 7.0 5.3 17.7 
New York, 
California 
freight 24,662 25.0 25 0 25.0 25.0 
New York... 717,122 35.0 31.5 25.0 85. 
Philadelphia . 178,182 7.0 12.0 71.0 10.0 
Baltimore... BODO ose. bseloued 30.0 ,, Berea 





Total 
Average 
centage 


DIVISION IN Tons. 


se F Balt. & Cen, Ver. 
Central. Erie. Penna. Ohio & G., T. 
ten aay Enema ed Openly Cr Ee a 
New England . + 
ee 126,352 16,303 14,266 10,801 36,071 
New York, Cali- | 
fornia freight. 6,165 6,166 6,165 6,166) . 
| New York...... 250,993 225,893) 179,281 60,955)........ 
Philadelphia.... 13,873 23,782; 140,709 See 
Baltimore...... ete 39,312 93,728)... 
Total..... 387,383 272,144) 379,733 189,468 26,071 
Average per 
centage oh 31.7 21.35 29.79 2.83 


14.86) 
| 


This shows that the Pennsylvania Railroad carried more 

freight west than the Erie did, which had been questioned. 
CATTLE YARDS. 

Witness explained at length the contracts of the Erie with 
Mr. McPherson for yarding the stock received at the 
Jersey City terminus, and the other yards onthe line. There 
was nothing in the contract limiting the charges that should 
be made to the owners of the cattle. The lessee, combined 
with those who controlled the other stock-yards at New 
York, made the rates the same at all, and delivered at 
either, at the option of the owner. Mr. Blanchard thought 
that a charge of 45 centsa head for yarding and weighing 


| cattle and $50 per ton for hay was rather exorbitant, but 
| he thought that the advantage of having the benefit of all 
| the vards, no matter by what road the stock arrived, was 
| good for the trade. 


THE LIVE STOCK ‘“‘ EVENING.” 

Live stock traflic is extremely complicated, and the rates 
on it difficult to control. Stock, it has been charged, has 
been carried from Buffalo to New York fora dollar a car- 
load. The owner of the live-stock billed through at the 
through rate could sell at any intermediate point where 
there are yards, and sell bis contract to a party at the inter- 
mediate point who might load with local cattle. Then if the 
shippers did not like the rates which the railroads had agreed 
upon, they would try to break them by concentrating all 
their shipments on one road, leaving the others without busi- 
ness and creating the impression that drawbacks were given 
by the road getting the traffic, and injuring the business of 
the stock-yards of the other roads, and spoiling the markets 
there, as there might be no stock at all there when the 
butcher went to buy. 

The first arrangement attempted was made June 1, 1875, 
when it was agreed that of the live-stock shipped from 
Chicago, the Lake Shore & Michigan Southern should carry 
86 per cent., and the Pittsburgh, Fort Wayne & Chicago 
and the Michigan Central 32 per cent. each; and that cf the 
cattle going to New York 25 per cent. should go to the Erie 
and 8714 each by the New York Central and the Pennsy]l- 
vania, while the hog shipments should be divided equally 
among the three roads. 

There was no way, however, to compel shippers to deliver 
their live stock in these proportions, and the railroads could 
not transfer them one to the other as they can merchandise. 
At the suggestion of President Scott it was determined to 
get responsible people to buy cattle enough to secure the 
distribution of shipments in the proportions agreed upon, or 
otherwise secure this distribution. ‘These were the ‘ even- 
ers.” For 90 days from June 20 they were to get 7}¢ 
cents per 100 Ibs. for this service, and afterward 5 cents. 
which was charged to the railroads in a line in the same 
proportion that the freight money was divided. Statements 
were made weekly. Hog shipments having increased greatly 
by the Pennsylvania by reason of its access to the South- 
ern Ohio corn regions, it was agreed later to equalize cattle 


with hogs, car-load for car-load. ‘the hog eveners were 
Wm. M. Tilden for the New York Central, Mr. Tobey 
for the Erie, and D. H. Sherman for the Penn- 


sylvania. The arrangement with them lasted about 18 
months, and then was stopped because the eveners did not 
even the business as they had agreed, and then the cattle 
After a time cutside 


| shippers combined against the railroads, and they got the 


Canada Southern, for instance, to pay a drawback equal to 
what the eveners got ; this affected the Grand Trunk, and 
then all the roaus, one after the other, until, while the rates 
were maintained from Buffalo to New York, the rate from 
Buffalo to Chicago fell as low as ten or fifteen dollars a car. 
Witness believed, but could not aflirm, that the largest 
outside shippers received rebates greater than the payments 
to the eveners. A voucher for one of these rebates was 
found on the floor of the Chicago Board of Trade, which was 
given to one of the eveners, which he submitted as proof that 
they could not carry out the agreement, and the evonin 

Meetings of the railroads were then held, 
and on Aug. 26, 1878, a new agreement was made and put 


| in writing, the railroads assumed some new obligations, the 


payment for evening was reduced from $15 to $10 per cer, 
and the Ba‘timore & Ohio was made a party and allowed 55 
cars of cattle a week out of Chicago, in consideration of 
maintaining rates from all points to all pomts, This agree- 
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ment included a number of Western railroads, and was in- 
tended to secure the “evening” from Chicago, Cincinnati, 
Indianapolis, St. Louis, and any other points that the rail- 
roads might agree upon. 

fener - this was a more carefully considered plan than the 
other, difficulty soon arose, the Pennsylvania gave notice of 
its withdrawal, there was a live-stock contest last spring, 
and on the 5th of June of this year, ata meeting at Niagara 
Falls, a new plan was adopted, the agreement for which Mr. 
Blanchard submitted, and which was called the plan for 
‘*making every man his own evener.” 

By the terms of this agreement there is to be a Joint Live- 
stock Agent at Buffalo, Detroit, Chicago, St. Louis, Indi- 
anapolis and Cincinnati. Regular rates are to be charged on 
the basis previously in use, but to shippers who ship by such 
rate as the Joint Live-stock Agent may specify before shi 
ment—including initial, intermediate and terminal roads 
a reduction of 10 cents per 100 Ibs. to sea-board cities and 5 
cents to Buffalo, Pittsburgh and Bellair shall be paid after 
the arrival of the stock. The joint agents are to distribute 
the shipments by different lines in the proportions that may 
be agreed upon by the railroads, and the latter are to make 
no rebates or other reductions from regular rates in any way. 
An 7 goairects claimed by forwarders were to be resi , 
and if the forwarders recovered damages the railroads were 
to pay them pro rata. Of the shipments to New York, the 
Baltimore & Ohio is to receive the percentage which it car- 
ried in 1878, and of the remainder the Erie is to have 25 per 
cent. and the New York Central and Pennsylvania 3714 per 
cent. each of the cattle and one-third each of the hogs. Local 
sh.pmeats {o the sea board cities ave to be iacluded in the 
totals divided, The trunk lines recommended to the Western 
companies to make the rate on dressed beef 50 per cent. 
higher than the gross cattle rate. In equalizing cattle from 
hogs, or vice versa, 7 cents per 100 Ibs. is first deducted to 
represent cost, from Western termini to the sea-board, and 
the balance is made up by actual shipments; a former reso- 
lution to charge 10 cents per 100 Ibs. more on live hogs than 
on provisions was re-affirmed. Wher the railroads cannot 
agree as to their several proportions from any point, the 
Board of Arbitration is to decide. 

The Erie live stock traffic and earnings under these differ- 
ent arrangements have been: 


-~—— —Cattle. —- 
Lbs. carried, Earnings. 


—~-All live stock.-——— 
Lbs, carried. Earnings. 


1875..... 37,576,800 $95,735.55 113,001,060 $291,542. 61 
1876.....140,114.700 350,613.95 243244720” 625'832.96 
Increase.162,538,100 $254,878.40 130,243,660 $334,290.35 
BR an 272.8 264.0 115.2 114.7 


Deducting the $69,700 paid to the eveners in 1876, the in- 
crease of the Erie’s live stock earnings in 1876 over 1875 
was $274,590.35. 

' Payments to the eveners ceased April 1, 1879; up to that 
time the Erie had paid them in all, from June 21 when the 
arrangement first began, $413,645.29, of which $152,543.79 
was charged to the Western railroads that brought the cattle 
tothe Erie, leaving its own share $26,101.50. or about 
$5,800 per mouth. In 1878, 8,306 car-loads of gfock were 
shipped over the road, of which 3,212 cars, or 88.7 per cent., 
were shipped by the everers. 
_ Under the new arrangement, by the plan agreed to June 
5, 1879, which was made to cover the business from June 1, 
the shipments made by the former eveners, Messrs. East- 
man, Morris and Allerton, have been 2,488 car-loads for the 
three months ending with August, against 1,898 cars 
shipped by them as eveners in the corresponding months last 
year—an increase of 30 per cent., though they had no ad- 
vantage over other shippers this year, 

The gain of the Erie in live stock in 1876 was mainly at 
the expense of the Pennsylvania Railroad. 

Mr. Blanchard believed that the eveners did not on the 
whole make a large proportion of the money paid them for 
eveuing, as they had to pay out a good deal to get the cattle 
to even with, regardless of market rates. He thought the 

srofit made by the eveners led them to stimulate shipments 

vy developing the export trade. He understood that large 
numbers of cattle were shipped in the names of the eveners 
which did not belong to them. That made no difference to 
the railroads. 

At the time the arrangement with the eveners was made 
there did not seem to be any other way of regulating the 
traffic and maintaining rates. It would have been better to 
have adopted the present plan at once, if anybody had 
thought cf it, 7 


THE UNION STEAMBOAT COMPANY, 

When Mr. Blanchard came to the Erie Railway in 1872, 
the Union Steamboat Company was running its propellers 
in connection with tae railroads under a contract for three 
years, dated March 22, 1869. The Erie received on ship- 
ments from Chicago brought it by these steamboats 45.22 per 
cent, of what might be at the time the rail rate from Chicago 
to New York, being the same amount as its proportion of 
the through rate by way of the Lake Shore and the Erie. 
The steamboat company makes whatever rates it pleases 
from Chicago, but pays the Erie out of that rate just what 
the road would receive if the freight was brought to it by a 
railroad from Chicago. This is always done. If there were 
drawbacks on through rail shipments,allowance was made for 
that; and if the rail rate from Buffalo happened to be lower 
in proportion than the rail rate from Chicago to New York, 
the steamboat company had freights consigned to Buffalo and 
re-shipped it by the Erie at the local rate. An arrangement 
was made when Mr. Blanchard was President of the Union 
Steamboat ( ee, by which the excess of cost of receiv- 
ing grain trom the propellers (elevation, switching, etc.) over 
the cost of receiving loaded cars from a connecting railroad 
was to be paid for by the steamboat company. The rate 
from New York to Chicago by the steamboat line is made by 
taking the Erie’s proportion of the all-rail rate and adding 
one-half to it for the steamboat’s charge from 
3uffalo to Chicago, so that if the all-rai! rate was 
$1, and the Erie’s share to Buffalo 40 cents, the rail-and-lake 
rate is 60 cents, the steamboats getting 20 cents. A regular 
steamer connection is a necessity to secure west-bound busi- 
ness by rail and lake. The Erie controls the Union Steam- 
boat Company absolutely and the control has been of great 
advantage. lt enables it to make lower rates to Chicago 
than can be made from Baltimore, which has no rail-and-lake 
connection; the other sea-board cities have. The Union 
Steamboat Company has added largely to its fleet, and 
offered so good transportation that the iepqeeds and other 
high-class freight by steamer have doubled in amount 
in the last two years compared with the two years previous. 
= a substantially extended the Erie Railway to the Chicago 

“KS, 

Mr. Blanchard explained what is known as the “ Ensign 
contract,” by which Mr. Ensign, of Buffalo, contracted to 
have seven propellers owned by him run in connection with 
the Onion Steamboat Company, receiving and delivering 
freight to the Erie precisely as if the boats were owned by 
the Union Steamboat Company for the five years from 1872 
to 1876 inclusive, for which he paid $6, per boat per 
season. When the contract expired, the steamboat com- 
my cotter rye boats of its ay it declined to renew it. 
2 team company, in spite of y rates, 
believed, madé profite pad te par 1875, ae 








All its surplus earnings have gone to increase the fleet, and 
no dividends have been paid. It pays its own expenses 
precisely as if it were not controlled by the Erie Company. 

Mr. Blanchard explained the relation of the Union Dry 
Dock Company of Buffalo to the railroad company and the 
steamboat company. It came under the control of the Erie 
irregularly, but he consigered it a legitimate appendage of 
the steamboat line as repair shops are for a railroad line. 

THE SCRAP HEAP. 
Railroad Equipment Notes. 

The St. Charles (Mo.) Manufacturing Company latel 
ceived an order for 50 box cars for the St. Louis, Iron 
tain & Southern road. 

The Danforth Locomotive Works, at Paterson, N, J., ave 
full of work, with a number of orders on hand. 

The Rogers Locomotive Works, at Paterson, N. J., have a 
number of orders to fill, The new building to replace the 
one burned some months ago is about completed. 

The Cobourg (Ont.) Car Works are building some second- 
class passenger cars for the Quebec, Montreal, Ottawa & 
Occidental ; several passenger and 100 box cars for the 
Canada Central, and 30 flat cars for the Canadian Pacific. 

The Baldwin Locomotive Works, Philadelphia, lately 
shipped two engines to Melbourne, Australia, and have or- 
ders from Brazil, Cuba and Mexico, Among orders on 
hand are 15 engines for the Cincinnati Southern, 6 for the 
Kansas Pacific, 8 for the St. Louis & San Francisco, 5 for 
Morgan’s Louisiana & Texas and 20 for the Philadelphia & 
Reading. 

The Pennsylvania Railroad shops at Altoona have lately 
turned out several freight engines for the Richmond & Dan- 
ville road. They are of the same pattern as the Pennsylva- 
nia standard f — engine, except that they have fire-boxes 
for burning wood, 

The Missouri Car and Foundry Co. has about finished a 
new shop in the southern part of St. Louis, and has trans- 
ferred the work there from the shop at Cambridge City, 
Ind., which it has leased since the burning of the old shops 
in East St. Louis. 

There is considerable talk of starting locomotive works in 
St. Louis, and some large capitalists are said to be interested 
in the project. 

The Harrisburg (Pa.) Car Co. has lately closed contracts 
to build 850 box cars for the Lake Shore and Michigan 
— Road, and 500 box cars for the Merchants’ Dispatch 

sine. 

The Portland Company, at Portland, Me., is building 20 
passenger and 75 freight cars for the Eastern Railroad. 

The Nashville, Chattanooga and St. Louis shops at Nash- 
ville have just turned out two wrecking cars built on im- 
proved plans, 





re- 
oun- 


lvon and Manufacturing Notes. 

The Kansas Rolling Mill at Rosedale, Kan., is full of work, 
with orders ahead, A new shop is being put up in which 
machinery will be placed for forging links, pins, draw-heads 
and other car work, 

The rolling mill at Pomeroy, O., has been sold to a new 
company for $35,000, and is to be started up. 

Riehle Brothers, of Philadeiphia, are building several sets 
of their patent charging scales for the Edgar Thomson Steel 
Co., to be used on the blast furnaces of that company. 

Emma Furnace, in Mifflin County, Pa., is being repaired, 
and will be put in blast as soon as it is ready. 

The Portsmouth (O.) Iron and Steel Co. has its rolling- 
mill and steel furnaces running full double turn. 

The Edwards Lron Co. is building a new blast furnace at 
Woodstock, Ala. It will use native ores and Alabama coke. 

The Roane Iron Co. has one furnace at Rockwood, Tenn., 
in blast, and will blow in the second shortly. 

The Manchester Lron & Steel Co., for which a charter was 
given by Governor Hoyt yesterday, is to operate the mills 
at Superior Station, Allegheny, lately the property of Har- 
baugh, Mathias & Owens. The mill will not be worked dur- 
ing the present season unless for the purpose of rolling in- 
gots from the Cambria Co., of Johnstown, into steel rails. 
The reason assigned for not running the mill now is the 
scarcity of iron ores, the supply being insufficient to the de- 
munds of the furnaces now working. The charter members 
of the company are Messrs. John Scott, Alexander Nimick 
and James I. Bennett, of Pittsburgh; Daniel J. Morrell, 
Johnstown; John N. Hutchinson, aston, and John M, Ken- 
nedy, Philadelphia, representing the Cambria Lron Co,— 
Pittsburgh Telegraph, Nov. 18. 

Millerstown Furnace, at Macungie, Lehigh County, Pa., 
was sold at sheriff’s sale Nov. 8, and bought by Isaac McHose 
for $90,000, It will be put in blast at once. 

Reese & Thorne, on Duquesne Way, Pittsburgh, are 
building a steamboat for the government of Colombia, South 
America, to run on the Magdalena River in that country. 
The hull is 155 ft. long, 324¢ ft. beam and 5 ft. depth of | 
hold, and is entirely of steel. It will have three tubular 
boil.rs, each 45 in. diameter and 17 ft. long, and an engine 
with 16 in. diameter of cylinder and 6 ft. stroke. 

The Birmingham (Conn.) Rolling Mill is now operated by 
E. 8S. Wheeler & Co., of New Haven, and is running full 
double turn. 

Pequest Furnace, in Warren County, N. J., has been sold 
to Cooper, Hewitt & Co. Itis said that $65,000 was the 
price paid, - 

The Mt. Hickory Iron Co. has put in anew engine, a new 
hot-blast oven and other improvements at its furnace in 
Sharpsville, Pa. 

The Valentine Rolling Mill, at South Williamsport, Pa., 
will be known hereafter as the Williamsport Rolling Mill & 
Iron Works, the company having reorganized. The works 
are running full time. 

Bridge Notes. 

Messrs. Cofrode & Saylor are a S large extension to 
their Philadelphia Bridge Works, at Pottstown, Pa. This 
extension will make the main shop 500 ft. long. 





Proposals will be received until Dec, 3 at the office of the 
County Auditor at Versailles, Ripley County, Ind., for a 
bridge over Laughery Creek near Ballstown. ‘The bridge is | 
to be 80 ft long and 14 ft. wide, and bids will be received | 
either for a wood, iron, or combination bridge. 

Rust & Coolidge, of Chicago, have just finished an iron 
bridge over the Des Moines River at Windom, Minn., for the 
St. Paul & Sioux City road, 


Prices of Rails. | 


Steel rails are unchanged. Few sales are noted the past | 
week, and quotations are $61 to $65 per ton at mill. 
* Iron rails are still active and prices firm at $51 to 852 per | 
ton at mill tor heavy sections, and $54 to $56 for light rails. 


Old iron rails are dull. Philadelphia prices are $31.50 to | 


$32 per ton ; Pittsburgh, $35 to 37, with light sales at both | 


laces. 
" Railroad spikes are in steady demand. Pittsburgh prices are 
84 cents per pound for large lots and 3! cents tor stall 
orders. 


Ghosts. 


| cern. 


| nuts, and when this h 
Foreign rails are quoted at $50 to $52 per ton at tide-water. | a customer. 


frightened a few nights ago at Sterli 
some work to do at one of the train, but rushed back to 
the caboose and said he had seen a ghost. He refused to go 
back until some of the other men went with him. It was 
near the spot where brakeman Fetz was fatally injured.— 


Port Jervis Gazette. 

A conductor on an Eastern road came to grief through 
romotion the other day. He had been running a freight 
rain, going up the road one day and coming back the next, 

when he was promoted to a passenger train on which he 
had to make the round trip every day. This arrangement 
brought him home every night and was very satisfactory to 
his wife. But he had been utilizing the off nights by court- 
ing a girl up at the other end of the line; she didn’t propose 
to be * shook ” without knowing why, and so she wentdown 
the line to investigate. She investigated to some purpose, 
and now he wishes be had never heard of a passenger train. 

On Wednesday morning the Milroy train, or its locomo- 
tive, struck a deer crossing the track near No. 13 bridge, 
— Honey Creek station, and killed it,—Altoona (Pa.) 
Call, 

If the A & B Company buys a controlling interest in the 
C & D, and at the same time the C & D buys a controllin; 
interest in the A & B—which of them is ‘‘ boss,” and wha 
do they severally gain ¢ Which is a problem, 

How Mrs, Maloney Paid her Fare. 

‘Tickets, please,” said the conductor of a passenger train 
just leaving Lordville on the Erie, to a stout Irish woman 
who had safely boarded the train at the station incumbered 
as she was with a bag of potatoes and two large bundles of 
sundries. 

‘*Good mornin’, Mister Green,” said she in reply, “ an’ 
how’s all yercares, an’ Missers Green; is she well, an’ the 
bairns—but I’m furgettin’ mesel’; shure it’s no bairns yer 
havin’; ware have ye bin all those years ¢ Charlie Green, yer 
know better.” 

‘* Show your ticket, madame,” said the genial conductor, 
growing very red in the fave, 

“ Ticket, is it? Shure it’s not yersel’ that’d be askin’ me 
fur a ticket, Charlie Green, an’ me losin’ Moike las’ month, 
kilt by the cars; me, a lone widdy, with three bairns, an’ 
me oldest boy wid only won leg lift since he fell of Jimmie 
Hoar’s train, las’ Sunday was a twelve month. Oh ! worra, 
worra; an’ me only wantin’ to go to the Basket to see —y 
the darlin’ gurl, an’ she marrit to Jim Kane only these si 
weeks, cryin’ her eyes out fur me to make her a wisit.” 

‘But you should have asked for a pass, Mr, Thomas 
would no doubt have given you a pass if--” Win I 

n 


Junction, He had 


‘Bin Thomas, is it‘ Shure he’s a darlin’ man. 
wisit to the Port to see him about Moike’s pay, ‘we all have 
our troubles, Mrs. Maloney,’ tes he. ‘Tbhrue fur yez, Bin 
Thomas,’ said I, ‘ fur didn’t the tin cint reducshun hit ye as 
well as Moike,’ says lL. ‘Go home, Mrs. Maloney,’ said he, 
‘an’ Vle see w'at kin be dun for yees, an’ win the nex’ day 
but won a barrel of flour an’ tin bushels of paraties was 
fetched to me shanty, didn’t I know they kim frum him, 
though Alvy Lord, bad cess to him, wouldn’t till me who 
sint ‘em a’tall, a’tall.” 

‘““Mr. Thomas being Superintendent could pass you, of 
course, and you “s 

* Of course Bin Thomas cud pass me from won ind of the 
road to the other, fur hain’t he boss of the hull dewision, an’ 
hain’t yez boss of this train, Charlie Green, an’ wood it hurt 
ye to let me ride only to the Basket, an’ me havin’ no money, 
ye ’d not have the heart, Charlie Green—a nice decint man 
like yersel’—to refuse me, a lone widdy, an’—— 

‘But, Mrs. Maloney,” said the puzzled conductor, ‘I 
have no right to carry you without a ticket or a pass, Our 
orders 4 

“Oh! go long wid ye, Charlie Green; don’t I know all 
about orders; didn't Mr. Marshall order Moike out won 
cowld, stormy night las’ winter to watch the banks down by 
Bouchou, an’ didn’t Moike cum home in about two hours. 
‘ Orders or no orders,’ said he, ‘ I'll not stan’ out ketchin’ me 
death a-cowld in sich weather,’ said he, ‘fur Jim Marshall 
or any other man boss,’ said he, an’ didn’t he crawl inter bed 
an’ stay in till morning’, an didn’t the pay boss pay him gist 
as much as if he bad staid out all night. But—here we air 
to the Basket, an’ I'll git off, an’ much obleeged to ye, Mister 
Green, fur lettin’ me ride all the way; may yer wife niver 
be a widdy, Mister Green,” and Mr. Green assisted her and 
the bundles off the train while his eyes twinkled and a broad 
smile stole over his face.—Port Jervis (N. Y.) Gazette. 








The Heaviest Steam-Hammer, 

Park Brothers & Co., of Pittsburgh, are about to build a 
15-ton steam-hammer at their works. It will be the largest 
one in this country, the largest now in use being a 10-ton 
hammer, at the works of the Nashua Iron & Steel Co. The 
anvi! block for the new bammer will weigh about 150 tons 
and will be cast on the spot, in one piece. It wili be moulded 
face down, and will be turned over, after casting, into its 
jlace on the foundation prepared for it. The hammer will 
nave a 9-ft. stroke, and will strike a blow of 35 or 36 tons, 
sufticient to work a 20-ton steel ingot. The estimated cost 
is from &60,000 to $70,000, and it will take about six months 
to finish it. 

Talking Over 2,000 Miles. 

The Bethlehem (Pa.) Times of a recent date says: ‘ Robert 
A. Packer, Superintendent of the Pennsylvania and New 
York Railroad, is at present hunting with a party of gentle- 
men in the vicinity of North Bend, in Nebraska. ester- 
day he for two hours conversed pleasantly with his wife and 
friends at Sayre, bis brother, at Mauch Chunk, and friends 
along the line. The medium was the Railroad and Western 
Union wires and Edison’s telephone. At the office in this 
place connection was made with the Easton & Amboy wire, 
and at Perth Amboy with a Western Union wire, and thence 
to Chicago and North Bend. The total distance was about 
2,000 miles, and every whisper was audible.” 

Stealing a Railroad. 


The law and its operations bring to light some remarka- 
ble acts of mankind, and among those which are somewhat 
strange, we may mention the following: Mr. D. D. W ood- 
man is a thrifty farmer living in the township of Nunda, 
Livingston County, and across his farm the tracks of the 
Rochester, Nunda & Pittsburgh Railroad were laid. Some 
years ago, when the road was being built, the right of way 
was obtained in the usual form and the iron duly put down, 


| In all these years the railroad has never been operated, and 


it is safe to presume that Woodman got tired of seeing only 
rank weeds growing upon the road-bed, and concluded that 
he might as well get what he could out of the defunct con- 
’Be that as it may, Mr. Weedman proceeded to take 
is, about 100 in aumber, the fish-plates, bolts and 
ad been done, he looked about him for 
In time he found the Silver Lake Railway, and 
to them he sold the property, and now the Rochester, Nunda 
& Pittsburgh Railroad Company have begun an action in 
the Supreme Court against the Silver Lake Railway Com 
pany for the value of the iron. The case will probably be 
tried in the Livingston County Circuit, and other farmers 
who are charged with having done the same thing had per- 
haps better fortify themselves by finding out whether they 
are doing a paying or a legitimate business.—LBujalo WN. 1.) 


up the rai 


A brakeman on the Eastern Division was Yery much | Courier 
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EDITORIAL ANNOUNCEMENTS. 


Addresses,— Business letters should be addressed and drafts 
made payable to Tut RaILRoaD Gazette. Communica- 
tions for the attention of the Editors should be addressed 
EpitoR RAILROAD GAZETTE. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal oles paw, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our editorial columns ouR OWN opin- 
ions, and those only, and in our news columns t only 
such matter as we interesting and important to 
our readers, Those whe wish to recommend their inven- 
tions, machinery, suppies, financial schemes, etc., to our 
readers can do 80 fully. in our advertising columns, but it 
is useless to ask us to.recommend them editorially, either 
for money or in consideration of advertising Selcosne 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observat such as nges in caliroad offi- 
vers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its impro ions of subjects 


pertaining to ALL DEPARTMENTS x railroad euamngee by 
are especially de- 


men practically acquainted with 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
neciallu annual reports, some notice of all of which will 
be nublished. 


WABASH CONTROL OF THE ST, LOUIS ROADS. 


If it is true, as reported,that the Missouri Pacific and 
the St. Louis & San Francisco railroads (as is proba- 
ble of the first) will be controlled hereafter in the in- 
terest of the Wabash, St. Louis & Pacific, St. Louis is 
left without a single railroad to the West whose in- 
terest it will be to bring to St. Louis: worse than this, 
all its railroads to the West will be interested in 
carrying traffic through St. Louis without stopping 
there, all securing a larger profit or the probability of 
a larger profit by carrying to Chicago or Toledo than 
to St. Louis. The St. Louis, Iron Mountain & Southern 
will then be the only railroad west of the Mississippi 
of which St, Louis will be the actual terminus, and its 
traffic is totally distinct from that of the roads named 
above, except as they, or some of them, bring to St. 
Louis Texas traffic, contributed by the Missouri, Kan- 
sas & Texas. The contrast with Chicago is notable. 
No railroad company has a line through Chicago ; it is 
the terminus of the whole enormous net-work around 
it, though when the Chicago line of the Wabash is 
completed, it will be only a secondary terminus of that 
system. The Chicago & Alton, the late St. Louis, 
Kansas City & Northern, the Missouri Pacific, and the 
St. Louis & San Francisco, when they receive freights 
at any points on their lines, of course, are all desirous 
of carrying it as far as possible on their own lines, on 
its way to the place of consumption. Heretofore, all 
but the first-named of these lines could carry it no 
further than St. Louis, and had no interest in having 
it consigned to a market further east. Now, if they 
drop it at St. Louis, instead of at Chicago or Toledo, 
they must share the chance of carrying it further on 
its way to the sea-board with the Ohio & Mississippi, 
the Vandalia Line, the Indianapolis & St. Louis, and 
the Chicago & Alton—to say nothing of the Mississippi 
River, for by the present apportionment the Wabash 
gets just one-fifth of the St. Louis shipments. Thus, the 
tendency of a consolidation of lines west of St. Louis 
with lines east of it is to make St. Louis a way station, 
and especially to discourage shipments down the 
Mississippi. Indeed, there would be but one railroad 
west of the Mississippi, and that the recently completed 
St. Louis, Keokuk & Northwestern, which “depends 
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u»on the Kansas City & Northern for its entrance 
into the city, which would be interested in having the 
route to Europe via the Mississippi and New Orleans 
cheaper than that by way of the railroads to New York 
or other Eastern port, and it only in case the cheap 
river freights should extend ng further north than St. 
Louis ; for low river freights the whole length of- the 
river would be especially deadly toa parallel railroad. 
But if a combination of the railroads west of St. 
Louis with those from St. Louis to the East is unfavor- 
able to river shipments and New Orleans receipts, it is 
by so much favorable to Eastern ports. But it is not 
equally favorable to them all. The arrangement tends 
to turn all the traffic from the country west of St. 
Louis not directly east, but to the northeast. The 
Chicago & Alton will do best by having everything go 
to Chicago, the St. Louis & San Francisco and the 
Missouri Pacific. assuming that they become attached 
to the Wabash, St. Louis & Pacific, through the latter 
will reap their greatest profit by carrying to Toledo or 
Chicago—both lake ports, be it remembered. Thus it 
is the Eastern cities which receive most business from 
the lake cities that will profit most by the absorption 
of the lines west of St. Louis by the Wabash and the 
Chicago & Alton. First of these is New York, 
cause it is the terminus of what is now the cheapest 
route—the Erie Canal ; of them is Baltimore, 
which now has 8 per cent. of the Chicago rail ship- 
ments, and scarcely any of the Toledo shipments. 
But this condition of things may be changed in two 
years by the enlargement of the Welland Canal, which 
seems likely to put Montreal at the terminus of the 
cheapest route, and thus may finally profit most by 
the control of the railroads west of St. Louis by other 
railrggds whose eastern termini are on the lakes. 


be- 


last 


Of the trunk-line railroads, those which are likely to 
profit most by the arrangement are the New York 
Central and the Erie ; and the greatest loser is likely 
to be the Baltimore & Ohio. The latter has a greater 
advantage in distance from St. Louis than from any 
other great traffic centre except Cincinnati, and now 
it is threatened with having its St. Louis traffic taken 
away from it before it gets to St. Louis, sotosay. It 
would seem to be shut outof Kansas City altogether, 
except by the roundabout way to Chicago or the junc- 
tion of its Chicago line with the Wabash—that is, the 
roads from Kansas City will all be interested in having 
Kansas City shipments to Baltimore go that way, be- 
cause it will give them the largest proportion of the 
total haul. 

And of course all the roads immediately east of St. 
Louis except the Wabash und the Chicago & Alton will 
suffer more than the trunk lines further east by achange 
of shipments to St. Louis to shipments through St. Louis, 
and the concentration of all the shipments through St. 
Louis on the Wabash and the Chicago & Alton. The 
Ohio & Mississippi, the Vandalia Line, and the Indian- 
apolis & St. Louis. will not have the com- 
mand of a large west-bound traffic to exchange with 
the St, Louis roads for east-bound traffic. This is in 
the hands of the trunk lines, which will suit the St. 
Louis roads best by delivering it to them at Toledo or 
Chicago, or at junctions in the vicinity of these places, 
rather than at St. Louis. 


These 


Ordinarily, when a road obtains a connecting line 
from one traffic centre to another where there is 
competition, it loses about as much as it gains in 
traffic, because it has made rivals of itself of all the 
roads which were before rivals of the connecting line, 
and then feeders of it (and of all its competitors) 
equally with that connection. For instance, when the 
St. Louis, Kansas City & Northern and the Missouri 
Pacific had no interests east of the Mississippi, they 
were rivals of each other for the traffic of ‘‘ Missouri 
River points,” 
ately with all the four roads east of the Mississippi. 
When the Wabash absorbed the St. Louis, Kansas 
City & Northern, then it was the Wabash which com- 
peted with the Missouri Pacific at Missouri River points, 
and it was not to be expected that the last-named road, 
after fighting with the Wahash for traffic at Kansas 
City, would hand it over to it at St. Louis, when it had 


but ready to interchange indiscrimin- 


any control over the forwgrding. So while the 
other roads east of St. Louis might lose some- 
thing of the traffic which they formerly got 


from the St. Louis, Kansas City & Northern, they 
would be likely to gain what the Wabash formerly got 
from the Missouri Pacific. But 
west of St. Louis controlled by the Wabash, this effect 
is excluded. And for the same reason, the other roads 
east of St. Louis cannot demand a share of the east- 


bound business from the Wabash, St. Louis & Pacific | 


under penalty of turning their west-bound traffic over 
to another road west of St. Louis: there is no other 
road for them to give it to. There will remain, how- 


with all the roads} 


[NOVEMBER 21, 1879 


| of the roads east of Toledo and Chicago, but not of 
| those east of St. Louis. If the Wabash seemed dis- 
| posed to influence business to go east over the Erie 
|rather than the New York Central or the Pennsyl- 
vania, the two latter would be likely to do what they 
| could to turn west-bound business over the Chicago & 
Alton as against the Wabash, and vice versa. 

But people are more apt to exaggerate the degree to 
which railroads can control the direction and routes of 
traffic than to underestimate it. It must not be sup- 
posed that the Missouri Pacific and the St. Louis, 
Kansas City & Northern hereafter are going to carry 
everything straight through St. Louis without stop- 
ping. Apparently it will be to their advantage to do so 
—or rather the advantage of the company which ab- 
sorbs them—but that will not prevent people’s consign- 
ing grain and cattle and hogs to St. Louis fora market. 
The only way the Wabash, St. Louis & Pacific can pre- 
vent this is to make the rate through St. Louis lower 
than the sum of the rates to St. Louis and east 
of St. Louis. This it might possibly be advantageous 
for it to do, in case river rates were so low as to divert 
shipments down the Mississippi largely, but in that 
case the tendency would be to make all the reduction 
east of St. Louis, as the other railroads would also be 
interested in preventing a diversion of freight from 
the East to New Orleans, and moreover such a dis- 
crimination, perfectly justifiable as it might be, would 
prejudice St. Louis greatly against the company mak- 
ing it, and very likely lead to the construction of a 
competing road to the West. 

When a city has acquired the proportions of St. 
Louis, it commands a certain amount of traffic, and 
though the policy of its entire railroad system 
may affect this to a considerable extent, it is to a 
much smaller extent than is commonly imagined. 


Moreover, St. Louis does not, like Chicago, ob- 
tain nearly all its traffic in farm products from 
the railroads west of it. A very large share of its 


grain comes from this side of the Mississippi, and a re- 
In 1878, 68 
per cent. of the tonnage of all freights arriving at St. 
Louis by®rail were from this side of the river. 

A vear ago the three roads which the Wabash is now 
said to have secured were the only connections of St. 
Louis with the West; but since that time the Chicago 
& Alton has completed its line, and has received, by 
arbitration, one-third of the traffic of Kansas City, so 
that the total business of the other two roads is now 
less than it was. What it has been heretofore may be 
inferred from the following statement of the tonnage 
of freight of all kinds brought to St. Louis by the Mis- 
souri Pacific, the St. Louis, Kansas City & Northern 
and the St. Louis & San Francisco, and the total 
freight receipts of the city: 


spectable amount by the Mississippi itself. 








1874. 1875. 1876. 1877. 1878. 

Missouri Pacific...... $28,201 220,447 416,415 354,518 413,302 
St. Louls & San Fran- 

EE, SE 196,891 196,968, 178,950 178,280 191,684 
St. Louis, Kansas City 

& Northern......... 258,159 266,001 376,290 860,118 460,776 

The three roads.... 778,251 692,506 971,655 882,906 1,065,012 

Total St. Louts re- 


ceipts by rail..... 3,165,003 
Total St. Louis re- 


ceipts by river.... 


3,232,770 3,431,220 
663.525 


8,464,888 8,785,307 
782,705 688,755 644,465 714,700 

These three railroads, therefore, have carried from 
211¢ to 28 per cent. of the whole freight arriving at St. 
Louis in the last five years. Taken together, they 
show a pretty rapid increase in business, the receipts 
by the roads in 1878 being 37 per cent. more than in 
1874. 

The actual consolidation of these roads with the Wa- 
bash, St. Louis & Pacific would make such a condition 
of things as has never existed heretofore at any great 
city, we believe—putting nearly the whole system of 
| roads on one side o/ it in the control of a company 
}owning an outlet on tlhe other side of it. It would 
| hardly have been practicable at any other great city; 
| but St. Louis’ western railroad system is comparatively 
| small: all three of these roads have but little mdve 
than half the mileage of the Chicago & Northwestern. 
Any arrangement of the kind at Chicago would be 
enormously more difficult. Imagine the New York 
Central or the Pennsylvania getting control of the 
Chicago, Milwaukee & St. Paul, the Chicago & North- 
western, the Chicago, Burlington & Quincy, the 
Chicago, Rock Island & Pacific, etc.! That would be a 
revolution indeed. But after all, it is not probable that 
any control would enable a line east of Chicago to 
| command so large a portion of the traffic of a line 
west of Chicago, as with similar control a line east of 
St. Louis can secure from a line west of that city. 
There is a reason for the stoppage and transfer of 
| freight at Chicago which does not exist at St. Louis, 
or exists only to much smaller extent, and that is 
/found in a water outlet usually much cheaper than 
'any rail outlet. Most of the traftic brought to Chicago 
| (or Milwaukee) is transferred there—cattle and hogs as 








ever, the competition between the Wabash and the |a matter of course, grain mostly, and it is flour only 
Chicago & Alton, which can be used to the advantage | that is chiefly consigned through, In 1878, of 134,- 
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000,000 bushels of grain received at Chicago, less than 
25,000,000 were delivered by the Western railroads to 
their connecting lines without passing through a Chi- 
cago elevator, and during the seven months that navi- 
gation was open, 24,214 car-loads were su transferred, 
while 174,234 were inspected at Chicago. But in the 
whole year, of 3,030,562 barrels of flour received, 
2,126,643 were transferred directly to Eastern roads. 

Of late years, however, a larger and larger propor- 
tion of the grain has gone through by rail without 
transfer, and if the excessively low rail rates of the 
past few years should continue, this tendency will 
probably continue ; but it is not at all probable that 
the railroads will carry hereafter at the rates of 10, 15 
and 20 cents per 100 lbs, from Chicago to New York, 
asthey have done most’ of the time since 1:75. The 
latter 1:ate, we imagine, is the lowest they are likely to 
agree upon, when the elements of expense are as high 
as they now are. This mean® that when there is no 
great pressure of traffic, and when consequently lake 
rates are Jow, a larger proportion of the grain than 
heretofore will go by lake, and the transfers at Chicago 
will increase instead of decreasing. Bat, except at 
lake ports, the tendency increases to carry all 
freight through from the place of production to 
the place of consumption without sale and transfer 
at an intermediate market. It is a natural tend- 
ency and is in the direction of true economy, and 
therefore may be expected to prevail. There is no 
pirticular reason why grain for Eastern consumption 
should stop in St. Louis on its way; wheat goes there, 
and in large quantities from the country east of it, to 
be ground, and grain, flour and meats go there in con- 
siderable quantities to be distributed to domestic con- 
sumers—largely in the South, the Southwest and the 
Southeast, and hogs from the limited district com- 
manded by the St. Louis railroads—chiefly east of 
Kansas City and south of the Hannibal and St. Joseph 
Railroad, andin Southern Illinois—go there to be pack- 
ed. This traffic and the distribution of merchandise is 
that which chiefly supports the commerce of St. Louis 
as of most other Western cities, and this the St. Louis 
railroads will have every inducement to foster. 

As to the Wabash, its command of traffic will doubt- 
less be materially enlarged if it controls all these lines, 
and if the Hannibal & St. Joseph also comes into its 
hands, as the recent election of several Wabash direct- 
ors on its board has led some to suppose,it will have an 
immense preponderance of control of Missouri traffic, 
the Chicago & Alton being the only other line across 
the state. It would not, however, increase to the 
same extent its control of traffic west of Missouri. 
There the Chicago roads operate with full effect, and 
Kansas City is a true railroad terminus, most of the 
railroads ending there and not going through it. By 
the existing apportionment of the traffic of Missouri 
River points, 441g per cent. goes to Chicago, 11 to Han- 
nibal, and 4444 to St. Louis; thus with the Hannibal 
& St. Joseph and the Missouri Pacific joined to the 
present system of the Wabash, St. Louis & Pacific 
it would command 551 per cent. of the business of 
Missouri River points. But in addition to this, ina 
few weeks the Wabash will be a Chicago road, and 
will, doubtless, apply for and receive a share of the 
Chicago business which, with the command of two 
of the roads out of Kansas City, is likely to be a pretty 
large one, and with the Hannibal & St. Joseph work- 
ing exclusively with it and not with the Chicago, 
Burlington & Quincy, would certainly be very large. 

Whether or how much the Wabash will profit by 
these connections is another matter entirely, and de- 
pends largely upon the price paid. We can say posi- 
tively that a given piece of property is a good thing, 
but it is always possible to pay tvo high a price for a 
good thing. Heretofore all these Missouri roads have 
had all they could do to pay the interes€ on their bonds, 
and have not always succeeded in doing that, They are 
no better off, and in some respects are worse off, by 
exchanging their five Eastern connections for one; but 
the concentration of their traffic on the Wabash ought 
to be a good thing for that road, obtained at the ex- 
pense of the other former connections_of the Missouri 
roads. By as much as the Wabash is benefited, the 
Ohio & Mississippi, the Vandalia Line, the Indianapo- 
lis & St. Louis and (in case the Hannibal & St. Joseph 
goes to the Wabash) the Chicago, Burlington & 
Quincy must, in the aggregate, lose. 





ABOUT SEVERAL KINDS OF ACCIDENTS. 

In his new book on Railroad Accidents, Mr. Adams 
remarks that ‘‘experience has shown that to bring 
about any considerable reform, railroad disasters have, 
as it were, to be emphasized by loss of life.” While 
as a general proposition this is perhaps true, yet there 
is nothing to prevent any one from drawing salutary 
deductions from cases which are more remarkable for 


the narrowness of the escapes of those exposed to 
danger than for the fatality attending them. An 
accident of this kind occurred on the Hudson River 
Railroad near New Hamburg, on Nov.7, A tolerably full 
account of it was published in the Poughkeepsie Daily 
Eagle of Nov. 10, from which our record of facts has 
been obtained. 

The train consisted, according to that account, of a 
locomotive, baggage-car, three drawing-room cars, a 
smoking car and two coaches. To make their posi- 
tion in the train quite clear, the following diagram is 
given, in which the different vehicles are indicated by 
their names or initials : 


Loco.Baggage.-—D. r. —D, r.—D. r.—Smoking.—Coach. = Coach. 
The account referred to says: 


“After leaving Poughkeepsie a high rate of speed was at- 
tained, and the train whirled through New Hamburg ‘like 
the wind.’ About one hundred rods (1,650 ft.) south of that 

ylace is the draw-bridge that has such a horrible fame. 

e train crossed all right, and dashed along. South of this 
bridge for half a mile the road makes a rather short curve 
toward the west, and it will be remembered the down track 
is the one on the river side, 

‘* About eighty rods (1,320 ft.) south of the a 
* * * one of the trucks (we could not learn whether the 
forward or rear one) under the smoking car left the track 
* * the two coaches also jum Sam the rails, and all 
three were dragged over the ties at a terrible rate of speed. 
The coupling to the smoking car did not break, and it hung 
to the drawing-room cars ahead, which were on the track. 
The coupling, which was the hook kind, used on the Miller 
paetioe, that fastened the coach behind to the smoker 

wisted off, and the coach made a leap upward, and itshind 
trucks turned over endwise, and plunged over the solid stone 
wall down about eight feet into the river, turning over on 
> side in its headlong course, and lodged in about four feet 
of water. 


‘The rear coach parted its coupling, and it jumped along 
~~ the ties, but stopped on the very brink of the 
wall. * 8 


“The forward part of the train dashed ahead, carrying 
along the smoking car with it, and Saturday morning it was 
noted, by careful calculation, that it had run fully one-third 
of a mile from the place where it had left the track before 
the train had been ee The smoker, very fortunately, 
did not go over the wall, but tore up the ties and track in 
its plunge along the brink of the nver for that long dis- 
tance.” 


The imminence of the danger and the narrowness of 
the escape of the occupants of the smoking-car and 
coaches may be inferred from the fact that— 


“the coach in the water contains 15 or 20 passengers, and 
the conductor, and while most of them were injured more or 
less, none were killed outright.” A gentleman who was in 
the car next the last one said: *‘ The train was running very 
fast at the time of the accident. The front trucks of this 
car went right out from under it, going off to the east, while 
the car itself swung around toward the river, the southwest 
corner pitching down on the west side of the track, and 

lowing into the earth, the car going about three times its 
ength, and tearing a frightful furrow in the ground. Though 
they did not get far from the track, the wheels at the rear 
end of this car left the rails, and as they ran on over the ties, 
the car bounced a good deal. As it went on, the car took a 
more positive angle, and when it stopped it was just ready 
to pitch into the river.” 


Knowing how inaccurate such newspaper reports of 
railroad accidents usually are, it would, perhaps, be 
unwise to draw any conclusions, without leaving them 
open to subsequent revision; yet the account invites 
certain inquiries, which it will not be entirely useless to 
ask or unprofitable for railroad managers to consider. 

Laying aside altogether the original cause of the de- 
railment of the smoking car, concerning which there is 
no information, why was it that after the three cars 
had left the track, the coach behind the simoker ‘‘made 
a leap upward, and its hind trucks turned over 
endwise?’ Why was it too, that the front 
trucks of the car next to the last one* 
‘* went right out from under it, going off to the east, 
while the car itself swung around toward the river ?” 
If a truck is held in line with the car-body and 
with the track by strong check-chains, it is not liable 
to ‘turn over endwise” or “ go off to the east.” It 
seems probable, too, that the narrator has placed his 
facts in the wrong order, and that instead of the car 
making a “leap upward and the truck turning over 
endwise,” the latter occurred first and caused the up- 
ward leap of the car. It will be noticed that although 
the smoking-car went off the track first, it ran *‘ fully 
one-third of a mile from the place where it left the 
track,” and there is no account of any one being 
injured in it. The reports of the accident are unfor- 
tunately silent regarding the question whether this or 
any of the cars was equipped with check-chains; but 
as nearly all the cars on this line are without 
them, it leads to the suspicion that the smoking-car 
may have been so equipped and the others not. Be 
this as it may, the accident shows clearly that a de- 
railed car will run a long distance over the cross-ties 
without serious injury to itself or its occupants, pro- 
vided the trucks are kept in line with the rails. If 
they turn crosswise to the track, they are almost cer- 
tain to ‘‘ turn over endwise” or “ go off to the east ” 
or tosome other point of the compass. Many cases 
have occurred in which derailed cars have been kept 

* There is some discrepancy in the account of the accident. It 
is stat-d that the coach next behind the smoking-car ran into the 


river, and afterward that the next to the la st carstopped just on 
the brink of the wall. Ifthere were only two coaches, the one 





next the smoking-car would have been next to the last, Probably 
there were three coaches, 





in line with the rails by check-chains and serious ac- 
cidents thus prevented, all of which would seem to 
point to the wisdom of providing all passenger cars 
with this safety appliance. 

There is, we know, another side to this question, and 
it is argued by some that while check-chains may at 
times serve the purpose of keeping trucks in line, in 
cases where cars are overturned they are liable to carry 
the trucks with them, which thus crush the cars un- 
derneath. In Mr. Adams’ book it is said that at the 
accident on the Erie road near Port Jervis, in 
June, 1858, ‘‘ As the cars rushed down the slope the 
last car turned fairly over, resting finally on 
its roof, while one of its heavy iron trucks 
broke through and fell upon the passengers be- 
neath, killing and maiming them.” The account 
does not, however, indicate whether the trucks were 
carried over with the cars by the check-chains, or 
simply followed the cars down the slope, as it is of 
course probable they would do in such an accident, 
The question to be considered, when such accidents as 
the one described above occur, is, whether check- 
chains properly attached would not be a great safe- 
guard in such cases. Happily, on the Hudson River 


Railroad there was no loss of life, but the 
imminence of the danger was very great, and 
probably there are many places on that road 


where all or nearly all the passengers in a car would be 
drowned if it was tumbled into the river, which is very 
near to the track for a great part of the distance from 
New York to Albany. Unfortunately, in this country 
there js no official investigation or report on railroad 
accidents made by disinterested and competent persons, 
from which any data and inferences can be drawn to 
determine by actual experience the value of check- 
chains in cases of accident. It would seem, though, 
asif the burden of proof rested upon those who are 
opposed to or who neglect to apply them to cars, It is 
for such persons to show that check-chains have been 
the cause of injury in accidents, of which there seems 
now to be very little evidence. 

Another notable feature of the Hudson River acci- 
dent was that the train ran “fully one-third of a 
mile” after the baggage car left therack. Now a de- 
railed car in a train at once makes itself apparent to 
the locomotive runner, and if it does not the occupants 
of the car are quite certain to pull the bell-cord, The 
train in question was dragged a distance of over 1,700 
feet, with one or more of the cars off the 
rails, thumping over the cross-ties. Any one 
who has ever been in a car under such cir- 
cumstances, and experienced the attending sen- 
sations will never forget it. The crashing feeling 
caused by the extraction of a tooth is felicity compared 
with the terrible apprehension of passengers while 
bumping over cross-ties at the rate of 80 or 40 miles an 
hour. If Mr. Vanderbilt happened to be an occupant 
of a train under such circumstances, it would be in- 
teresting to know how much he would give for a 
Westinghouse automatic brake, during the few mo- 
ments of awful suspense which intervene between the 
time a car leaves the track and the train comes to a state 
of rest. With such a brake his train could be stopped in 
from 850 to 600 ft., without it, it would run from three 
to five times as far. Only a few weeks ago we ven- 
tured to predict ‘‘ that sooner or later, on any road 
which runs heavy trains at high specds without effi- 
cient continuous brakes, some fearful accident will 
happen which such brakes would have prevented.” 
Our readers can judge how near the Hudson River 
Railroad came to fulfilling the prediction only 14 days 
after it was made, Is it absolutely necessary for a 
warning like this **to be emphasized by loss of life” 
before it will be heeded ? 


The Joliet Rebate Case. 


The opinion of the Illinois Railroad Commissioners 
on the complaint of discrimination made against the 
Michigan Central Railroad Company is an extremely 
creditable document, in which the facts and the law 
are treated judicially and, it seems to us, with good 
sense and logic. The case wus one in which a firm 
owning an elevator at Joliet, the terminus of the 
Michigan Central’s ‘‘ Joliet \cut-off,” had been prom- 
ised, as far back as 1872, a rebate of 2 cents per 100 
Ibs. on all grain shipments, in return for which it was 
to perform some services of rather a nominal charac- 
ter. The rivals in business of this firm complained of 
this discrimination against them. The Railroad Com- 
missioners say that the rebate, under a contract ante- 
dating the present statute laws of the state, can be en- 
forced by law, but that it isa discrimination under the 
The remedy, for 
the Commissioners to apply, must be sought 
by suing the for the 
of rates paid by the complainants oyer those paid by 
the firm receiving the rebate, 
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This seems to put the railroad company in the|as to make it possible to control the company by | 


strange position of being compelled to pay a rebate and | the purchase of less than a thirtieth part of its securi- 
then to pay to all other shippers damages equal to the | ties. 
rebate, besides costs and penalties. But we do not | 724, while its capital stock is the comparative trifle of $800, 
feel inclined to lavish any sympathy upon railroad pe, ne on,608 per mile, A majority of this stock, of course’ 
companies that make contracts of this kind. Of | controls the road. This was the result of a FOIEGRR EEO, 
t + and it left the company so that one man could, without being 
course, when all carriers are in the field contracting ’ 
for business for long periods by all sorts of conces- 
sions, it may be necessary to imitate the practices of 
one’s rivals or give up the business to them. But such 
a practice as this ought to be impossible for all alike. 

If the railroad may carry my grain or coal or iron 
for less than it charges my rivals in business, then, if 
it pleases to make the difference great enough, nothing 
is more certain than that their business will finally be 
destroyed, entirely without their fault. The fact is, 
this sort of discrimination never will be en- 
dured, and never ought to be, in any commu- 
nity after it becomes fully aware of it. We may be 
sure that it will find some way of preventing such a 
practice, and in so doing very likely will prohibit other 
»ractices which are perfectly proper aud necessary to 
obtain the greatest advantages of the railroads, both 
for their owners and their patrons. We have had 
plenty of illustrations of the harm the public can 
do when it tries its hand at railroad regulation, and 
this ought to be a caution against giving such good 
ground for complaint as is occasioned by granting 
specially low rates to individual shippers. 

In this case, one of the grounds of defense was that 
the firm receiving the rebate, in consideration thereof, 
performed certain services for the railroad. The 
opinion of the Railroad Commissioners says that these 
were not services for the benefit of the railroad so 
much as services for their own benefit. But however 
that may be, it is plain that if rebates may be made 
in freights for bona fide services without any reference 
to the proportion between the amount of the rebate 
and the value of the services, then the law, common 
or statute, against, discriminations is a farce. The 
shipper may contractto couple the cars containing 
his freight to the trains in consideration of a re- 
bate of $10 per car-load. The service is a valua- 
ble considerati hut on those terms a single 
shipper might monopolize pretty much the whole 
trattic of Chicago, Exactly such a case came before 
the British Railway Commission a few years ago, and 
has been referred to in these columns two or three 
times already, In that case a receiver of immense 
(uantities of a certain kind of treight had a yard and 
sidings of his own, and took the cars loaded with his 
freight with locomotives of his own, and unloaded 
and returned them, Nominally in consideration of 
this service, he received a considerable rebate, A rival 
in trade complained that this rebate was so large as to | 
make it impossible to compete with the firm receiving 
it. After hearing the testimony the Railway Commis- 
sion found that the service for which the rebate was 
given was a valuable one and should be allowed for, 
but that to allow more than a reasonable price for it 
was in fact such a discrimination against other ship- 
pers as the law forbids, and the Commission went so 
far as to fix the minimum amount that should be al- 
lowed. 


may add, so that net earnings only one fifth more than the 
fixed charges would be sufficient for a dividend of 25 per cent. 

But, though the share capital is thus trifling in amount, the 
funded debt is a very heavy one for a Western road—larger 
| per mile than the entire capital of any of the Chicago roads. 
It is, however, a good property, with large earnings—by 
far the most profitable line west of St. Louis, as it is the 
oldest. Its bankruptcy and _ reorganization 
were due, not to light earnings, but to excessive fixed 
charges. It is impossible to give a complete statement of 
the earnings and profits of the road for some years, because 
for nearly four years, beginning with July 1, 1872, it was 
leased to the Atlantic & Pacific Company, and there was 
then no separate statement of earnings. Since the road 
went into a receiver’s hands (March 8, 1876), the only state- 
ments of earnings that have been made public have been 
the following : 


13 months and 12 days 
to April 20, 1877 en 
Year ending Dee, 31, 1877 


recent 


Gross earnings. Net earnings. 
$2,404,445 $830,970 
3,084,443 1,660,087 

miles of road, but it works 423'¢, 

The interest on the funded debt is $1,045,000 per year, and 

the rentals payable, as nearly as can be ascertained, are 


The company owns 206!¢ 


The net earnings reported for the year 1877 would exceed 
this enough to pay a 55 per cent. dividend on the capital 
stock, but those of the longer period ending April 20, fall 
short of the fixed charges by nearly one-third, 
as scanty as these, it is impossible to form any 
ment. 

The road, as now worked, is substantially a main line 8801, 
miles long, from St. Louis, through Kansas City and Leaven 
worth to Atchison, with a branch 55'4 miles long from Se- 
alia northwest to Lexington and two shorter branches. It is 
in the part of the stated which has been settled longest, and 
Its local 
tratlic does not suffer so much from competition as that of 


On accounts 
safe judg- 


is still, we believe, most populous and productive 


most roads east of the Mississippi, and not so much, probably, 
as that of the St. Louis, Kansas City & Northern cn the otzer 
side of the It is a very little longer line from 
Kansas City to St. Louis than the last-named road, but on 
shipments through to the East there is a considerable saving 
in distance by shipping from Kansas City by the Kansas 
City & Northern line and the Missouri, Kansas & Texas to 
Hannibal, and thence by the Wabash, the distance to Toledo 
being but 662 miles via Hannibal, as against 719 via the 
Missouri Pacific and St. Louis. It would appear, then, other 
things being equal, to be to the advantage of the Wabash, 
St. Louis & Pacific to take traffic from Missouri River 
poiuts consigned directly through to the East or to Chicago 
by way of Hannibal, using for this traffic but 129 miles 
of the 1,167 which constituted the systems of the St. Louis, 
Kansas City & Northern and the Missouri Pacific, This 
would seem to be most economical, though something de- 
pends on the terms of the contract by which the Wabash 
has running rights over the 70 miles of Missouri, Kansas & 
Texas track between Hannibal and Moberly. No interest 
would suffer from this, though some might think it would be 
injurious to St. Louis. But a great city gets no benefit from 
a great mass of traflic that passes through it without stop- 
ping, and the clearer its tracks are from such traftic the bet 
ter for it; and with all the roads actually consolidated, of 
| course the owners’ interest is to have everything carried by 
We have joub jee! : aren Meee | the cheapest route, and the less the tracks are used, so long 
e have no doubt that there is an immense prepon- | ages p “ 
' 2 : : as this is done, the better 
derance of opinion among railroad men against all | 
rebates of this kind and all similar discriminations. 
The most they have to say for it is that there have | 
been times when they could not help themselves ; but | 
if everybody else could be prevented from making such | 
contracts they would be only too glad to keep out of 
them forever. There was the same fatal defect in the! Denison d Pacific.—Extended from Whitesboro, Tex.. 
* live-stock eveners’” contract, and, apparently, in the | west by south to Gainesville, 15 miles, 
agreement with the Standard Oil Company. | Cherokee,—Extended 
One of the worst features of the business is that such Farhi 12 miles, Gauge, 3 feet. 
contracts generally lead to the suspicion that the rail- | Des Moines, . ae & Mnsontrs.--maaennen trees Afel, Ie., 
road officers who make the contracts are interested in | “®* © Mosquito Creek, 10 miles. Gauge, 8 feet. 
the business in favor of which the rebates are made, | — coca agomapyosen eaves See Pee eee ee 
oa . ‘ | from Farmington, Me., an extension of 9 miles. 
and sacrifice the interests of their companies as well as | »..4 
of other shippers for their personal benefit, because the | ‘pis is a total of 55 miles of new railroad, making 3,042 
public generally does not see that such contracts are miles thu: far this year, against 1,840 miles reported for 
mostly made in the course of bidding against other | the corresponding period in 1878, 1,892 in 1877, 1,970 in 
railroads for the traffic, but supposes that t*e railroad | 1876, 1,150 in 1875, 1,664 in 1874, 3,276 in 1873, and 6,202 
could have got full rates on all the business simply by | in 1872. 
asking them. “CHicago & Granp TRUNK RatLWay” is to be the ap- 
he railroads have suffered so much by these con- propriate uame of the Grand Trunk’s new line from Chicago 
tracts for rebates that, as our readers know, they ¢ ) Port Huron. It is organized in England, and will be 
have formally and expressly agreed with each other | rather a trustee company than a railroad company, owning 
to discontinue them hereafter on all through business. | the securities of the five different corporations in which the 
it will not be a matter of regret if they are strongly titles to the several parts of the line now are, or of the single 
supported in this good resolution by the law. | corporation into which they will probably be consolidated. 
PAS PRS Ek ae The Chicago & Grand Trunk advertised inLondon an issue 
The Missouri Pacific. of £500,000 of first-mortgage 6 per cent. bonds, to be used 
eatin in completing the line, It is part of an issue of £1,240,000 
Che Missouri Pacific Railway, the control of which | ($6,000,000), which is at the rate of $18,182 per mile of road, 
has just been acquired by Jay Gould, presumably in the | and will require $1,090 of net earnings per mile to pay the 
interest of the Wabash, St. Louis & Pacifie Railroad, bas | interest. Of this améunt, however, £518,000 is to go to 
an extraordinary capital account, its form being such! the Grand Trunk to pay forjits advances (£810,000 of it the 


Missouri. 








Record of New Railroad Construction. 
This numberof the Railroad Gazette contains information 
of the laying of track on new railroads as follows : 
| Atchison & Nebraska,—Extended Milford, 
| northwest to Seward, 9 miles. 


from Neb., 


from Rockmart, Ga., west to Ce- 


v9 


Gauge, 


Its funded debt is 15,850,000 or $58,457 per mile of | 


very rich, own a controlling interest in the road, and, we | 


$187,500,making the yearly fixed charges nearly$1,200,000. | 


E. 
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money received for the Riviére du Loup line), and until 
| January, 1883, the Grand Trunk agrees to forego interest on 
£310,000 of its bonds until all interest has been paid on the 
|other bonds, The balance, or £222,000, is reserved to ex- 
change against outstanding first mortgage bonds on the differ- 
| ent sections of road in the line. The prospectus estimates that 
| gross earnings of $3,700 per mile will yield enough to cover 
| the interest on the whole issue, and it adduces the earnings 
per mile of the Michigan Central and the Lake Shore roads 
| to illustrate the capabilities of their line, with which, however, 
|itis hardly comparable, except in the one particular that 
|it will have a share of the traffic between Chicago and the 
East. But roads out of Chicago do not fare all alike, even 
| with regard to the through traffic. Of the shipments east- 
| ward, for instance, the Michigan Central gets 31 per cent., 
| but the Pittsburgh, Cincinnati & St. Louis (which carries to 
| Boston, New York, Philadelphia and Baltimore) only 10 per 
| cent., and the Baltimore & Ohio only 8 per cent. The Grand 
| Trunk cannot get any share of the Philadelphia and 


| Baltimore business, am of the New York  busi- 
j}ness it can get only a part of what is carried 
least of Buffalo over the Erie and the New York 


|Central. Its local traffic, moreover, cannot begin to com- 
| pare with that of the Michigan Central or Lake Shore, for it 
| does not carry to any local market for Michigan products 
| like Detroit and Toledo, where the wheat and much of the 
other produce of Michigan mainly go;and which supply the 
| interior of the state with merchandise. Every few miles the 
| Chicago & Grand Trunk crosses some line that leads directly 
| to Detroit cr Toledo, and the local traffic will continue to go 
| to these places. Still it ought to be easy, with merely tol- 
erable through rates, to earn $1,100 per year of net earnings 
with the new road, which, without being in any way com- 
parable to the Michigan Central, for instance, is still likely 
to be worth a great deal more than it will cost. 


LAKE RATES have fallen considerably during the past 
week, notwithstanding the advance in rail rates and the close 
approach of the close of navigation. 


Sailing vessels leaving 
| Chicago this week make their last trips to Buffalo, though 
A 
week ago Wednesday, rates were 7 to 7\¢ for wheat and half 
a cent less for corn from Chicago and Milwaukee to Buffalo, 
but Tuesday of this week they had fallen to 4% to 5 for corn 
and 5'4 for wheat. 


some of them will return to Lake Michigan to winter. 


The cause apparently is an aceidental 
over-supply of tonnage, caused by the arrival all at once of a 
large fleet that had been long delayed by contrary winds. 
Still, with the elevators full of grain and the prospect that 


this will be the last chance to get the grain to New York for 
as little as 19 cents a bushel, the railroads already charging 24 
cents, it seems strange that there should not be a demand 
at full rates for all the vessels thi‘ 19» loal. The rail. 
roads, however, have not been taking very large quantities 
Their 
rolling stock is fully occupied in carrying other freight and 


can 


of grain out of Chicago and Milwaukee recently. 
in carrying grain from other places. 

Canal rates have been pretty steady, hardly fluctuating 
half a cent, and were quoted Wednesday 10‘; cents tor 
wheat and 9!5 for corn from Buffalo to N York, The 
canal will be closed Dec, 6 unless sooner closed by frost, but 
shipments made after this week will hardly be able to get 
through to New York by that time, and that is probably 
ove reason why there is not more eagerness to ship by lake; 
the grain will have to be stored at Buffalo or be forwarded 


Ww 


thence by rail at rates possibly higher than those now 
charged. 
Ocean rates are lowe Most quotations for grain by 


steam from New York to Liverpoo! are at 6d. per bushel. 


Mr. BLANCHARD’S TESTIMONY, published this week, gives 
interesting facts concerning the history of the differences be- 
tween New York and Baltimore rates and the events which 
led to their reduction ; the competition which followed the 
completion of the Baltimore & Ohio's line to Chicago and the 
great demoralization of rates accompanying ié; the steps 
taken to prevent this demoralization, resulting inthe pooling 
of business, the organization of the Joint Executive Committee 
and the appointment of the Board of Arbitration; the percen 
tages of shipments east that have been awarded or agreed upon 
at several Western cities (some of which have not been pub 
lished before); the growth of the throug’: export business 
from Western cities; a most important account of the effect 
which the making of rates to New York the same as to Bal. 
timore would ha¥e on the interests of Western roads,(making 
it advantageous to them to have thfreizat got» Baltim re): 
an account of the terminal services rendered at New York by 
the railroads; and a pretty full account of the efforts made 
to maintain live-stock rates and the history of the different 
plans pursued. During the past ten or twelve years Mr. 
Blanchard’s position has been such as to ¢ hi n an inside 
he describes, and es 
pecially in the later important railroad history he bas been 
an actor as well as an eye-witness, so that there can be no 
question but that he is exceptionally well informed. 


rive 
view of most of the movements which 


Tue BALTIMORE & OnI0 REPORT, a summary of which 
we publish elsewhere, was received so late that only a slight 
examination has been possible before going to press. The 
earnings of the whole system worked for the past year (end- 
ing with September last) were but 3, per cent. more than 
in the preceding year, but the expenses were slightly less, so 
that there is a gain of about $600,000, or nearly 10 per cent., 
in net earnings. The decrease in expenses is more surprising 
than the increase in earnings. and has been made in the face 

| of a large increase in the traffic carried. The company has 
| devoted its profits during the year mostly to reducing the 
floating and short-date debt, which it has done to the amount 
of nearly $4,000,000, paying no cash dividends, This hae 














NOVEMBER 21, 1879] 


doubtless been a wise policy for the company, extricating it| All such discriminating rates, ch 


from a load that at one time was like a milistone on its neck, 
and restoring its credit. 


Tue Rise IN PRICES or RaILs has less effect on the 
cost of maintenance of tracks than on new construction, and 
much less than might at first be supposed, considering that 


steel rails which were quoted at $43 per ton in January are on 


now $62 or more, and iron rails that were then $33 are 
more. Itis generally forgotten that when a company has 
to renew its tracks it has not only new rails to buy, but old 
rails to sell, and old rails have gone up as well as new ones. 
The January quotations were $20 per ton, but late ones are 
$36 to $38 for iron rails—about as much as the advance in 
new rails. The old rails do not weigh as much as the new 
ones, it is true, but most of the iron in the original rail re- 
mains in it when itis taken up as worthless. 





The Illegality of Rebates—Decision by the Illinois 
Railroad Commissioners. 


The following opinion, submitted by the Railroad and 
Warehouse Commission, of Illinois. in the matter of the 
complaint of E. R. Knowlton, of Joliet, against the Michi- 
gan Central Railroad Company, deserves particular atten- 
tion. Itis said to have been prepared by Commissioner 
Oberly: 


Edward R. Knowlton complains that the Michigan Cen- 
tral Railroad Company has been guilty of unjust discrimin- 
ation in its rates or charges of toll er compensation, for the 
transportation of freight, described as grain, on its rail- 
road. 

Complainant bases this charge upon the act of the general 
assembly of Illinois, in force July 1, 1873, entitled: ‘* An 
act to prevent extortion and unjust discrimination in the 
rates charged for the transportation of passengers and 
freights on railroads in this state, aud to punish the same,” 
etc. 

The facts stated in support of this charge are : 

1. That the Michigan Central Railroad Company has, since 
the act above mentioned became law granted, allowed and 
paid to H. 8. Carpenter & Co., of Joliet in this state, and 
to the firm that succeeded said firm in business at Joliet— 
Carpenter & Marsh—and to others, a rebate of two cents 
on each one hundred pounds of grain shipped by seid firms, 
and others, over the said Michigan Central Railroad Com- 
vany’s road, and that said rebate has been paid by said 
Michigan Centrai Railroad Company upon and for all grain 
furnished by said H. 8. Carpenter & Co. and Carpenter & 
Marsh, for shipment over said company’s road, 

2. That, while the said Michigan Central Railroad Com- 
pany was making, in favor of H. 8. Carpenter & Co., and 
Carpenter & Marsh, and others, a rebate of two cents on 
every one hundred pounds of grain transported for them 
upon its railroad, it was charging to and collecting from 
other firms at Joliet, of which complainant was a member, 
for the transportation for them, on its railroad, of grain, its 
usual rates or charges of toll or compensation for the trans- 
portation on its railroad of that class of freight, and it made, 
in favor of said firms, no rebate from said rates or charges 
of toll or compensation. 

The Michigan Central Railroad Company, by H. B. Led- 
yard, Esq., its General Manager, answers, in substance, as 
follows: 

1. That complainant does not make a charge against the 
company amounting to a charge of unjust discrimination in 
freight rates, a rebate in railroad freights not being within 
the meaning of the statute of 1873 relied upon by complain- 
ant an upjust discrimination by the company making the 
rebate. 

2. But, admitting a rebate in railroad freight rates to be, 
under the statute of 1873 referred to above, an unjust dis- 
crimination by the company making it, and, admitting that 
this company has made, in favor of Carpenter & Co., and 
does make in favor of Carpenter & Marsh, a rebate in its 
freight rates, the fact that the agreement to make the rebate 
was entered into before the enactment of the said statute of 
1873, keeps it outside the effects of that statute, it being a 
sound principle of the law that a contract valid when made, 
cannot, by subsequent legislation, be made invalid. 

3. However, the facts of the transactions out of which this 
complaint has come, show that the company has not made 
and does not now make any rebate in its freight rates to 
Carpenter & Co. or Carpenter & Marsh, and what is called 
by complainant a rebate is a price paid to the firms named 
for services rendered by them to the company. 

This statement of the case suggests several quéstions: 

1. Within the meaning of the act of 1878, to prevent ex- 
tortion and unjust discrimination, etc.,is a rebate in its 
freight rates, made by a railroad company in favor of any 
particular patron, an unjust discrimination by said com- 
pany ¢ 

Section 2 of the said act of 1878 provides that, if any rail- 
road corporation organized or doing business in the state, 
under any act of incorporation or general law of the state, 
shall make any unjust discrimination in its rates or charges 
of toll or compensation for the transportation of freight of 
any description on its railroad, or upon any of the branches 
thereof, or upon any railroads connected therewith which it 
has the rignt, license or permission to operate, control or 
use within the state, the same shall be deemed guilty of vio- 
lating the provisions of this act. 

In this section can be found no definition of the offense of 
unjust discrimination, and we must therefore look elsewhere 
in the act for provisions by which we shall be enabled to de- 


termine what constitutes unjust discriminations by a rail- | 


road company. 

Section 3 provides that a railroad company shall be deemed 
guilty, prima facie of unjust discrimination in its frieight 
rates— 

1. When, for the transportation on its railroad of 
freight of any description, for any distance in Lllinois, it 
charges, coliects, or receives the same or a greater amount 
of toll or compensation than, at the same time, it charges, 
collects or receives for the transportation of a like quantity 
of freight, of the same class, over a greater distance of its 
railroad. 

2. When, for the transportation on its railroad of 
freight of any description, it charges, collects, or rece:ves a 
greater amount of toll or compensation than, at the same 
time, it charges, collects, or receives for the transportation 
of a like quantity of freight, of the same class, being trans- 
ported in the same direction over any portion of its railroad 
of equal distance. 

3. When, for the transportation of any freight on its rail- 
road, it charges, collects or receives a higher or greater rate 
of teil or compensation than, at the same time, it charges, 
collects or receives for the transportation of a like quantity 
of freight of the same class, being transported from thesame 
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, collections or re- 
ceipts are to be deemed and taken, against the railroad com- 
pany making them, as prima facie evidence of unjust dis- | 
crimination in its freignt rates; and they are to be taken as | 
rima facie evidence of such unjust discrimination, whether | 
hey are made directly or by means of any rebate, drawback | 
or other shift or evasion, 

The evident intention of the law-makers was to prevent | 
railroad company of this state from giving to any of its 
rons lower freight rates than it gives at the same time to , 
its ocher freight paying patrons for the same service, and | 
the Jaw undoubtedly makes a rebate in the freight rates of a | 
railroad company—such rebate being at the time it is given | 
to one freight-paying patron of the company denied to an- 
other such patron for whom it renders the same service—an | 
unjust discrimination by said company against the person | 

required to pay the full rates. 

The next question is: A rebate in its freight rates, of the | 
kind indicated above, being, under the act of 1873 referred | 
to, an unjust discrinyination by the railroad company mak- | 
ing such rebate, does the fact that the contract to make the | 
rebate was entered into before the law of 1873 was enacted, 
keep it outside the effects of said statute ¢ 

A state cannot make laws impairing the obligations of con- | 
tracts. The charters of private corporations are contracts. | 
A state cannot, consequently, take away, nullify, or even | 
essentially modify the powers which it has granted by | 
charters to the private corporations of its own creation. [f, 
therefore, the railroad company in question had the right, 
before the enactment of the law of 1873 prohibiting unjust 
discriminations by railroad companies, to make a contract 
with particular patrons to give them a rebate from the 
freight rates it required from other patrons for whom it ren- | 
dered the same service, it is unquestionably a fact that the 
law of 1872 has not impaired the obligations of any such | 
contracts that may have been made by said company prior | 
to the 1st day of July, 1873. 

But had the company, before the enactment of the law of 
1873, prohibiting uvjust discriminations, the right to enter | 
into a contract to make such a rebate in its freight charges ( 

The charter of the Michigan Central Railroad Company | 
(formerly the Aurora Branch Railroad Company), in force 
Feb. 12, 1849, gives to that company authority to prescribe 
such rates of toll, for the pees nat msi be of persons and 
property on its railroad, as may be deemed suitable to its | 
interest; but this authority does not confer the right to make | 
either extortionate freight charges or to unjustly discrimi- 
nate against any person by charging him more for trans- 
porting goods on its railroad than, at the same time, it 
charges another person for transporting, on its railroad, 
goods of the same class and like quality, the same distance 
in the same direction. 

A railroad company is a common carrier, subject to the 
provisions of the common law applicable to carriers, This 
the Supreme Court of Illinois has repeatedly asserted; and, 
}in one case, it has laid down the doctrine that a railroad 
company, regarded merely as a common carrier at common 
law, and independently of any obligations imposed by the 
acceptance of its charter, would owe important duties to the 
public, from which it could not release itself without the 
consent of every person who might call upon it to perform 
those duties, One of those duties is to transport freights 
from one place to another on its railroad inthe order in 
which the company is requested to receive them, safely and 
with reasonable dispatch, delivering them as directed, and 
charge, for the transportation of such freights, the same | 
and no more to one freight-payer than it charges, at the 
same time, to another, for whom, in the transportation of 
freights, it does an identical service; and such charge must 
| be a reasonable charge for the service rendered, The com 
| pany must do this duty, in this way, although its charter 
|} may give it authority to make its own rules for the trans- 
portation of whatever freight may be offered to it, and to 
establish its own freight charges; because, being a common 
carrier, all its rutes and contracts must be consistent with 
its duties as a common carrier, and any general language 
contained in its charter must be construed with this limita- 
tion, 


Indeed, the doctrine has been firmly established by the de 
cisions of the highest courts of England and America that 
the import of the grant of a legislature to a railroad com- 
pany to establish its own rates in toll, without, in terms, 
providing that they shall be reasonable and free from unjust 
discrimination, is that the company shall have the sam 
right to establish rates in toll that a natural person has} 
when acting as a common carrier—a right to be exercised 
within the limitations of reasonableness in the amount of the | 
toll and impartiality in charging it to and collecting it trom | 
his patrons. Beyond all doubt, the artificial person has no | 
more right than the natural person to make unreasonable | 
and excessive charges as a common carrier, and the Supreme | 
Court of this state, secking for the reason of this fact, | 
gives the reason why the artificial person has no} 
more right than the natural person to unjustly discrim- | 
inate in its charges as a common carrier. In the case of the | 
Chicago & Alton Railroad Company rs. the people, ec vel. 
| the Railroad and Warehouse Commissioners, the Court says: | 
| **'The law forbidding unreasonable charges was a common- | 
| law rule when these charters were granted, and the com- | 
panies accepted their charters with this general limitation | 
on the powers granted, in general terms, to establish their 
rates of freight. If this implied condition against unreason 
| able rates of freight attached by the existing law to their 
charters at the date of their acceptance, on what ground can 
it be held that the corresponding condition against unjust 
discrimination did not equally attach? There is no ground | 
for the distinction, The charters were granted for the pur- | 
pose of furnishing improved means of transportation and 
travel toall persons alike, without unjust discrimination be- 
tween individuals or communities, and they were accepted | 
| with the knowledge that the nature of the grant imposed | 
| that obligation,” 

In short, the statute of 1873 against extortion and unjust 
discrimination by railroad companies, did nothing but reaf- 
firm the common law in relation to common carriers of this 
state, prescribe rules of evidence in suits growing out of 
those offenses, and fix penalties to be imposed upoa carriers 
guilty thereof. 

Consequently, a discrimination in railroad freight rates, 
| which, under the statute of 1873, is an unjust discrimina 
tion, was, before the enactment of that statute, an unjust | 
discrimination at the common law. 

But a common carrier always was permitted to charge as 
little toll or compensation as he pleased for the transporta- | 
tion by him of freight, and therefore the person in whose ta 
vor a railroad company in Illinois agreed, before the statue 
| of 1873 was enacted, to make freight rebates, had the right 
to recover from the company, in an action of assumpsit, the 
amount of such rebates; and this was done by Elliott et a/, | 
in the case refered to by the respondent.* And since, under 
the statute of 1878, a corporate common carrier may 
earry freight for as little compensation as he pleases, 








a person in whose favor a railroad company now 
a to make freight rebates may recover the 
amount thereof. The fact must not, however, be | 


_* The Toledo, Wabash & Western Raitway Co. v. Henry F 





Leng in the same direction, over equal distances of. its_rail- 


> Bui | 
ott et ali—76 TIL, p. 67. \ 


|} complainant can claim for loading their wheat i 
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forgotten, that, while this is true, the patrons of a railroad 
company who, prior to the enactment of the statute of 1873, 
were required to pay full freight rates, while other patrons 
were receiving rebates for identical services, had the right 
to an injunction against the company restraining it from 
collecting more from them than, at the same time, it was 
collecting for the same service from its patrons in whose 
favor it was making the rebate. The enactment of the 
statute of 1873 has not changed the law in this respect. The 
law is now as it was then, that a railway company, although 
permitted to establish its rates of transportation, must do so 
without injurious discrimination as to individuals, It must 
deal fairly by the public, and this it would not be doing if 
allowed so to discriminate as to build up the business of one 
person to the injury of ahother in the same trade. Courts 
will therefore award injunctions restraining a railway com- 
pany from imposing upon any of its patrons additional 
charges beyond what it imposes upon any of its other patrons 
for the same service.+ And, in addition to this, the company 
may be punished by a fine for thus unjustly discriminating 
against any of its patrons; and the patrons thus unjustly 
discriminated against may recover of the company, in any 
form of action, three times the amount of damages they have 
sustained by reason of such unjust discrimination, together 
with costs of suit and a reasonable attorney’s fee, to be fixed 
by the court by which the cause is heard, on appeal or other- 
wise, and taxed as a part of the costs of the case. And this 
may be done notwithstanding the fact that the agreement to 
make the rebate may have been entered into before the stat- 
ute of 1872 was in force. 

At this point another question is suggested: 

is the rebate of two cents from the regular rate of toll 
er hundred pounds of grain, which is charged by the Mich- 
igan Central Railroad Company for the transportation of 
that class of freight on its railroad, made by that company in 
favor of Carpenter & Co., and Carpenter & Marsh, an ua- 
just discrimination by said company against complainant ¢ 

It is claimed by the railroad company that, ‘* A few years 
since, about 1872, * * * an arrangement was entered 
into with the firm of Carpenter & Co., and which has been 
continued with the firm of Carpenter & Marsh, by which, in 
consideration of a commission to be paid to them on their 
shipments, varying in amount from time to time, the firm, or 
their firms, agreed with this company to unload and store 
grain coming to Joliet, by canal or rail, into their ware- 
house, and, if necessary, clean the same, load it into Mich- 
igan Central cars, or fast freight line cars running over the 
road of this company, and deliver the same to this company 
on its track at Joliet, free of all storage, transfer, cleaning 
and switching charges, the above firm arranging and set- 
thing for all such charges.” 

The firm of Carpenter & Co. was, under this agreement, to 
receive end unload, into its own warehouse, grain shipped to 
Joiiet, by canal or rail. How much of the grain shipped to 
Joliet by canal and rail the firm was to receive, store, clean, 
and load into cars of the company is not mentioned; but we 
can confidently assume that the grain the firm thus agreea 
to receive, store, clean, and load, did not belong to the rail 
road company, and did belong either to the firm or the firm's 
patrons. Under this agreement, the receiving by canal or 
rail, the unloading into its own warehouse, the storing and 
the cleaning of grain in which the railroad company had no 
property, but which was owned by the firm or the patrons 
of the firm that received, stored, and cleaned it, was all 
to be done without expense to the railroad company. 
How Carpenter & Co, could have reqaired the railroad 
company, if this agreement had not been tmade, to pay 
for receiving, storing, and cleaning their own grain, or that 
of their patrons, cannot be suggested. But the firm also 
agreed to load this grain out of its warehouse into cars be 
lcnging either to the railroad company or to a freight-carry 
ing company that ran its cars over the railroad company’s 
railroad, and to deliver the cars, thus loaded, at track of the 
railroad company, and to do this without expense to the 
company. ‘The cars were loaded ou a track belonging to the 
firm, and connecting its elevator with the track of the com 
pany. To dothis was an advantage to the firm, since it 
could do so at less trouble and expense to itself than it 
could have delivered the grain to the railroad company 


by the side of the track, at some place at which the 
company wight conveniently have loaded its cars 
therewith. but, in law, the track referred to is a 


part of the Michigan Central Railroad. Before the adoy- 
tion of the constitution of 1870, the Supreme Court of Dli- 
nois held that a railroad company might refuse to allow a 
warehouseman to lay down a track of his own, connecting 
his warehouse with the company’s track; but the constitu 
tion of 1870 expressly provides that every railroad conipany 
in the state shall perinit connections to be made with its 
track, so that any public warehouse may be reached by the 
cars of said company. When avy warehouseman has laid 
down a track, aud thus has connected his warehouse with a 
railroad company’s track, the track thus laid down must 
be considered part of the railroad company’s line for 
the purpose of delivering and receiving freight. This ap- 
plies to private as well as to public warehouses. If it is 
said that the company has no right upon such track ex 
cept by permission of the owner, the reply is furnished by 
the Supreme Court of this state, whicn says: * As well 
might it be said that a common carrier by wagon had no 
right to drive through the gateway of the consignee for the 


| purpose of delivering goods, and he was therefore excused 


for non-delivery.”% ‘in law the elevator of Carpenter & 
Marsh stands on the line of the Michigan Central Railroad, 
aud that firm can claim no more for loading its own wheat 
into the company’s cars from its elevator than the firms of 
ito the 
company’s cars from their warehouses. 

The contract between the firm of Carpenter & Co. and the 
railroad company was that the firm should receive, store, 
and clean grain belonging to itself and its patrons, and load 


| this grain, as other grain-shipping patrons of the company 


load their grain, into cars furnished to them for that purpore 
by thecompany. As a consideration for this service tle 
company agreed that, from the rate per hundred pounds 
charged by the company for the transportation of grain on 
its road, the firm should have a rebate or drawback of two 
cents from the freight-charge on every hundred pounds of 


| grain shipped by the firm through its own warehouse, cr 
| through any other warehouse, or in any other way, over tLe 


entire length of the company’s road. 
this rebate to Carpenter & Co., and isnow paying it to 
Carpenter & Marsh. The company has reveived no con- 
sideration for the rebate. Evidently the rebate is what the 
statute of 1875 calls a shiftor evasion by which the company 
seeks to excuse itself for unjustly disc:iminating against its 
freight-paying patrons at Joliet from whom it collects full 
rates for the same services it renders to Carpenter & Marsh, 
to whom it gives the rebate under discussion, 

This fact is made more evident when the loose character of 
the agreement between the railroad company, and Carpenter 
& Co., is suggested. There never was a more indefinite co 


‘the company has pa.d 


tract made than this one. The company does to 
when it was made, and indicates the time, as ica j 
+ Berthold B. Vincent et al. v. The Chicayo & 


Company—49 LiL, ». 35 
+ Berthold 8B. Vincent et al.v. The Chicago & | 


x 


Compavy—49 Ill. ; p. 3: 
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sible, by saying: ‘‘ Sometime since, about 1872.” ‘The ware- 
house into which grain to Joliet, by canal or rail,” 
was under the contract made “ about 1872,” to have. been 
received, in which it was to have been loaded, was not built 
until after July 1, 1873. The General Manager of the com- 
pany says he has been informed, by his predoceanor, “ that 
at the time the agreement was made, it was specially 

that such an elevator should be erected as soon as the 
business required.” is no reason to believe that the rec- 
ords of the company show any in relution to the a 
ment. It was not reduced to writing. Itmight properly be 
called a traditio: agreement. It was made by the officers 
of the company with one firm, and, when that firm went out 
of existence, was continued, aj tly as a matter of 
course, with the firm that took its place in business. The 
date of its commencement is not known; it is to continue 
during no particular of time with no particular per- 
son; it covers no cular grain or quantity of grain. The 
rebate allowed under it was for no service for which the 
company had a right to pay; and said rebate isa palpable, 
enpuet discrimination by company against every other 
railroad freight-payer at Joliet, who, shipping grain over the 
Michigan Central Raitroad from that p' is required by 
the company to pay the rates of toll charged by it 
for the transportation of that class of freight on its railroad. 

The conclusion, therefore, is, that the firm of Hurd & 
Know!ton, composed of Joseph C. Hurd and petitioner, and 
doing business as grain-buyers and eigpers at Joliet, from 
Jan 1, 1872, to August 30, 1873, inclusive ; and the firm of 
Hurd & Knowlton, composed of Jeannette A. Hurd and 
petitioner, and doing business as ree and shippers 
at Joliet from Sept. 1, 1873, until July 8, 1876, inclusive; and 
petitioner doing business as a n-buyer and shipper at 
Joliet from July 8, 1876, to about the middie of March, 
and now in the same business at said city of Joliet, navn, 
paid during the tame they were in the grain-buying an 
shipping business at Joliet, the uler rates of toll on all 

in shipped by them over the higan Central railroad, 
Coe been unjustly discriminated against by the Michigan 
Centra! Railroad Company allowing to the firms of Carpen- 
tor & Co., and Carpenter & Marsh, the rebate referred to 
above. 

Under the statute of 1873 to prevent and punish extortions 
and unjust discriminations by companies in this 
state, the firms named may recover, in any form of action, 
damages of the said Michigan Central Railroad Company, 
for any injury they may have suffered by reason of the un- 
just discriminations mentioned above, since July 1, 1873. 

Complainant asks that this Board take cognizance of the 
wrong complamed of by him, and investigate the same and 

»rocure for him substantial justice. This Board can not go 
Into the courts of the state and procure justice for complain- 
ant. It can not, under the law creating it, even attempt to 
do so, He must, if the company refuse to satisfy him, pro- 
cure justice for himself, is Board can do nothing but 
go into the courts, and therein ask for the punishment 
of the company, by a fine, for the offense it has com- 
mitted. But the beard is unwilling to do this until it has 
become convinced that the company will not itself do the 
complainant justice, and, by discontinuing the unjust dis- 
crimination complained of, furnish proof of its respect for 
the law that inhibits such discriminations by corporate 
common carriers, W. M. Smiru, 

GeorGE M. BoGug, 
Joun H. OBERLY, 
Railroad and Warehouse Commissioners. 


Meneral Bailroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 
Meetings. 
Meetings will be held as follows : 
New York, Lake Erie & Western, annual meeting, at the 
office in New York, Nov. 25. s 

Nashville, Chatta ¢ St. Lowis, special meeting, at 
the office in Nashville, Tenn., Nov. 25. 

Old Colony, annual meeting, at the Town H.1] in Middle- 
boro, Mass., Nov. 25. 

Knoeville & Ohio, annua) meeting. at the office in Knox- 
ville, Tenn., Dec. 4. 

LaFayette, Muncie & Bloomington, special meeting, in 
LaFayette, Ind., Dec. 10, to vote on consolidation with the 
Lake Erie & Western. 

New York, Providence & Boston, annual meeting, at the 
office in Providence, R. L, Dec. 10. 


Mail Service Extensions. 


. Mail service has been ordered over railroad lines as fol- 
iOWws: 
Chicago & Paducah.—Service ordered ‘over branch line 
ty wn l., to Effingham, 8.75 miles, to date from 
uly 1, 1879. 


Foreclosure Sales. 


The New York & Oswego Midland road was sold in Middle- | 


town, N. Y., Nov. 4, under the decree of foreclosure 
granted some three years ago. Several bidders were present 
and the price went up to $4,600,000, at which it was knocked 
down to the Pareieeiens Committee representing the holders 
of receivers’ certificates and first-m e bonds. The sale 
included 249 milesof main line from Middletown to Oswego; 
the Ellenvile Branch, 8 miles; the New Berlin Branch, 
22 miles; the Delhi Branch, 17 miles; and the Auburn 
Branch, 48 miles, maki 844 miles in all. The old 
company had a funded debt of $16,073500, (not in- 
cluding accrued interest), of which $8,000,000 were first- 
mortgage bonds, and over $2,000,000 receivers’ debts and 
certificates. The capital stock was $6,800,500, An agree- 
ment of reorganization has been adopted. 

The Peoria, Pekin d& Jacksonville road was sold in Peoria, 
Ill., Nov. 14, under a decree of foreclosure, and bought for 
$950,000 by Mr, Solon Humphreys, of New York. It is 
understood that the purchase was made in the interest of 
the Wabash age = . The road extends from Peoria, Ill., 
to Jacksonville, 8¢ cio It had a bonded debt of $2,000- 
000 and $1,289,700 capital stock. One half the bonds were 
first and one half second-mortgage bonds. The former 
owners are chiefly New Yorkers. 

The New Jersey & New York road is to be sold in New 
City, Rockland County, N. Y., Nov. 25, under a decree of 
foreclosure granted by the New York Supreme Court. The 
sale nominally ineludes the whole line of 36!¢ miles from 
Hackensack Junction, N. J., to Grassy Point, N. Y., but 
the line in New Jersey has bean ulsonly foreclosed under 
prior mortgages 

The Hanover Junction & Susquehanna road is to be sold 
shortly at sheriff’s sale. The company owns no completed 
road, but has some gon road- om | right of way on a 
line from Landisville, Pa., southwest 34 miles to a point on 
the Hanover Junction, Hanover & Gettysburg road. No 

work has been done on the road for several years. 

The Mercer & Somerset road will be sold in Trenton, N. 
J., Nov. 28, by order of Strickland Kneass, Trustee under 
the mortgage. The road extends from Somerset Junction, 
N, J,, on the Belvidere Delaware road, to East Millstone, 


221¢ miles, and is leased to the Pennsylvania Railroad Com- 

ny. The funded debt consists of $500,000 first mortgage 
oe: if The sale is to satisfy the lien of the lessee on the 
coupons paid, as no default in interest has been made, the 
lessee paying the coupons regularly. 


ELECTIONS AND APPOINTMENTS. 


Baltimore d& Ohio.—At the annual meeting in Baltimore, 
Nov. 17, the stockholders re@lected the old directors, as fol- 
lows: Galloway Cheston, Francis Burns, John Spear Nicho- 
las, Jobn Gregg, William W. Taylor, Samuel Kirby, John 
King, Jr.,G. A. Von Lingen, Decatur H. Miller, Joshua G. 
Harvey, William Donnell, Henry C. Smith. 


Covington, Columbus & Black Hills.—Receiver Love has 

appointed General Manager J. W. Bishop, of the St. Paul & 

ux City, General Manager of this road, pending the con- 
firmation of the foreclosure sale. 


Evansville, Owensboro & Nashville..—The directors of this 
new company are: J. H. Ambrose, E. F, Falconnet, G. M. 
Fogg, George R. Knox. F, M. Reitz. Office at Evansville, 
nd. 


Hannibal & St. Joseph.—It is reported that Mr. F. E. | 


Morse has been appointed General Passenger Agent, in place 
of T. Penfield, resigned. Mr. Morse is now General est- 
ern Agent of the Lake Shore & Michigan Southern and has 
long been connected with that road. 


Manhattan Klevated,—The new board has elected Robert | 
Harris President ; Edward F. Winslow, First Vice-Presi- | 
dent and General Manager; Nathan Guilford, Second Vice- | 


President; F. E. Worcester, Secretary; John E. Body, | 
Treasurer. This is the first permanent organization of the | 


company, and Mr. Wm. R. Garrison, heretofore President, | 
retires at his own request. Mr. Harris is well known as | 
formerly General Superintendent and then President of the | 
Chicago, Burlington & Quincy, and now General Manager 
of the New York, Lake Erie & Western. He is not to give 
his time to the adininistration of the company’s business, | 
which will fall chiefly upon General Winslow, who was 
one of the builders of the St. Louis & Southeastern, and for 
a long time its President and General Manager; since the re- 
organization of the Burlington, Cedar Rapids & Northern, 
he has been General Manager of that road, and is known as 
an able and energetic officer. Mr. Guilford has been Vice- 
President of the New York Elevated, and was the first | 
Western pool commissioner, and before was General Freight 
Agent of the Baltimore & Ohio. The other officers have 
been connected with the Metropolitan Company. 


New York, Lake Erie & Western.—Mr. L. J. Harris has 
been appointed General Agent in Boston, in place of Mr. A. 
A. Gaddis, recently appointed General Manager of the Bos- 
ton, Hoosac Tunnel & Western road. 





Ohio & Mississippi.—The office of the Superintendent of 
the Western Division will hereafter be in St. Louis. Com- 
munications for C. M. Stanton, Division Superintendent, 
should be addressed there. 


St. Louis Coal Railroad.—The officers of this company, 
lessee of the Carbondale & Shawneetown road, are: A. C. 
Bryden, President and Treasurer; E. C. Dawes, Vice-Presi- 
dent; JamesC. Bryden, Secretary; R. J. Cavett, Superin- 
tendent and Genera! Freight Agent. The offices of the Presi- 
dent and Vice-President are at No. 223 Olive street, St. 
Louis, Mo. ; of the two otber officers at Carbondale, Ill. 

Mileage reports and reports of tickets balances will be made 
to R. J. Cavett, Superintendent. 


St. Louis & San Francisco.—The following circular is 
dated St. Louis, Nov. 11: 

‘Mr. W. A. Thoms is this day appointed Superintendent 
of the Kansas Division, vice Mr. R. G. Rombauer, resigned. 
Division Superintendent’s head-quarters are this day removed 
from Carthage, Mo., to Oswego, Kan.” 


St. Paul d& Sioux City.—The authority of General Mana- 
ger Bishop and the other officers of the road is extended 
over the Stillwater Division, late the St. Paul, Stillwater & 
Taylor’s Falls road. 

he authority of the general officers is also extended over 
the Covington, Columbus & Black Hills road. 


Sioux City & Dakota.—The officers of this company, suc 
cessor to the Dakota Southern and the Sioux City & Pem- 
bina, are: President, Charles G. Wicker; Vice-President, D. 
C. Blair; General Superintendent, George E. Merchant; 
Assistant Superintendent, N. H. Briggs; Treasurer, C. H. 
Longman; Chief Engineer, J. 8S. Wattles. Offices at Sioux 
City, la. 


Texas Trunk.—This company has been organized at Dal- 
las, Tex., by the election of the following directors: Malcolm 
Henderson, James B. Simpson, Wm. L. Cabell, Joseph T. 
Vanston, D. A. Robinson, of Texas; John T. Ely, Cedar 
Rapids, ta. ; George H. Ely, Cleveland, O.; Daniel R. Sort- 
well, Cambridge, Mass.; Josiah G. Graves, South Scituate, 
Mass. The board elected Josiah G. Graves President; Wm. 
L. Cabell, Vice-President; D. A. Robinson, Secretary; Mal- 
colm Henderson, Treasurer. 


Utica & Black River.—At the annual meeting in Utica, 

. Y., Nov. 12, the following directors were chosen: De 
Witt C. West, John Thorn, Robert Lenox Kennedy, Lud- 
low Patton, Isaac Maynard, Edmund A. Graham, William 
J. Bacon, Russell Wheeler, Lewis Lawrence, Abijah J. Wil- 
liams, D. B. Goodwin, Abraham G. Brower, Theodore 8. 
Sayre. The board elected officers as follows: President, John 
Thorn; Vice-President, DeWitt C. West; Secretary, W. E. 
Hopkins; Treasurer, Isaac Maynard; Executive Committee, 
DeWitt C. West, R. Wheeler, A. J. Williams, E. A. Graham, 
Isaac Maynard. 

Mr. Thorn, late Vice-President, succeeds Mr. West, who | 
has been President for seven years, and who declined reélec- | 
tion, but consulted to serve as Vice-President. 





Valley, of Virginia.—At the annual meeting in Staunton, 
Va., Nov. 12,Wm. Keyser was chosen President, with the | 
following directors: J. A. Allen, for Boletourt County, Va. ; | 
W.A. Anderson, for Rockbridge County, Va.; Gen. J. H. | 
Echols, for the town of Staunton, Va.; O. Latrobe, for the | 
Baltimore & Ohio Company; Henry Duval, Decatur H. | 
Miller, for the city of Baltimore. The only new director is 


| the Jeffersonville, Madison & Indianapolis road. 
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is now placed. He has large experience and a fund of tech- 
| nical knowledge in railroad affairs that will make him a most 
| excellent adjunct to the commission.” 
| -—Hon. Chester W. Chapin, late President of the Boston & 
| Albany, has presented Amherst College with $55,000 in 
| stocks and bonds, the income of which is to be used to pay 

the salary of the President of the college. 
| —One of the oldest iron-makers in this country, Mr. F. H. 
| Oliphant, died Nov. 10, at his residence, Sunny Brae, near 
| Uniontown, Pa., aged 80 years. Nearly a hundred years 
|ago Mr. Oliphant’s father built a small blast furnace on the 
| Youghiogheny, one of the first west of the Alleghenies. 
| About 60 years ago Mr. Oliphant took the management of 
| this furnace, but afterward sold it and built Fairchance 
Furnace, near Uniontown. This also he sold, and in 1875 
| built Oliphant Furnace at Sunny Brae. He also at one time 
owned a rolling mill in Pittsburgh, and was interested in 
| steamboat lines. 
—Mr. J. M. Meade, a popular member of the Engineer De- 
| partment of the Atchison, Tupeka & Santa Fe road, was 
| married Nov. 12 to Miss Jennie Ward, of Topeka, Kan. The 
| wedding was attended by a very large company, and the 
| young couple received many valuable presents. 

—Mr. W. O. Rockwood, Treasurer of the Indianapolis 
Rolling Mill Company, died in Indianapolis, Nov. 13, aged 
|65 years. Hs was born in Westboro, Mass., but went west 


| when a young man and was in business in various places. 


In 1843 he was Superintendent of what is now a branch of 
Later he 
vas engaged in the manufacture of freight cars in Indian- 
apolis; was for 13 years Treasurer of the Indianapolis, Cin- 
cinnati & LaFayette Company, and since 1867 has been en- 
gaged in the iron business at Indianapolis, and at Rockwood 
Furnace, Tenn. He was a director in several companies in 
which the rolling mill company had an interest. 


TRAFFIC AND EARNINGS. 





Railroad Earnings. 
Earnings for various periods are reported as follows: 
Year ending Sept, 30: 








1878-79. 1877-78. Ine. orDec. P.c 
N. Y., N. H. & Hart- 

ford cecesese $3,933,505 $3,852,983 I. $80,612 2.1 

Net earnings...... 1,691,659 1,684,490 I. 7,169 0.4 

Ten months ending Oct. 31: 

1879. 1878. ~ 
Cairo & St. Louis... $219,443 $192,740 I. $26,703 13.9 
Chi., St. Paul & 

SD iwi peaked Ger 913,004 748.028 I. 165,066 22.1 
Cleve., Mt. Vernon 

) - peerage 330,336 313,884 I. 16,452 §.2 
Int. & Gt. Northern. 1,307,506 H I. 138,141 11.8 
Paducah & E’town. 258,148 D 9,005 3.4 
Scioto Valley ...... 261,192 I, 28,485 i2.2 

Nine months ending Sept. 30: 

At., Miss & Ohio.... $1,166,007 $1,198,143 D. $32,196 2.7 

Net earnings...... 463,945 345,746 I. 118,199 33.3 
Bur., Cedar Rap. & ‘ 

UD reunited italy phd 1,039,436 1,131,878 D. 92,442 8.2 

Net earnings... .. 342,230 316.881 I. 25,349 8.0 
Chicago & Alton ... 3,933,598 3,444,272 IL 489,126 14.2 

Net earnings...... 1,696,501 1,460,974 I. 235,527 16.1 
Chi.. Bur. & Quincy. 10,303,937 10,378,548 D 74,611 0.7 

Net earnings...... 4,869,194 4,808,707 I. 60,487 1.3 
Dakota Southern... 147,205 156,896 D. 9,691 6.2 

Net earnings...... 56,082 69.508 D. 13,426 19.3 
Int. & Gt. Northern. 1,083,980 948,877 I. 135,103 14.3 

Net earnings...... 263,180 268,007 D. 4,827 1.8 
St. L., Iron Mt. & 

ned: stat ame shes t 3,255,653 2,926,732 1. 328,921 11. 

Net earnings...... 1,104,612 1,153,972 D. 49,360 4.3 
St. Paul & Sioux 

PF ica s -cdoceedts $788,789 $764,419 1. $24,370 3.2 

Net earnings. 231,746 253,550 D. 21,804 8.6 
Southern Minn..... 427,771 490,875 D. 65,704 13.0 

Net earnings...... 217,045 246,937 D. 29,8982 12.1 

Month of October: 

Cairo & St. Louis. . $34,563 $22,771 I. $11,792 617 
Chicago, St. Paul & 

Boss cri tcrete « 139,917 99,472 I. 40,445 40.6 
Cleve., Mt. Ver. & 

BD cask) weshebn at 42,449 38,161 I. 4,288 11.2 
Ind., Bloomington 

ee WR skuses toni 120,785 102,869 I. 17,916 17.4 
International & Gt. 

Northern. ....... 223,526 220,488 I. 3,038 1.4 
Minn. & St. Lonis. 50,054 34,525 I. 15,520 45.0 
Paducah & Eliza- 

bethtown....... 44,100 30,552 = I. 13,548 44.3 
Scioto Valley....... 30,250 28,983 I. 1,267 4.4 

First week in November : 

Chicago & Alton.... $137,789 $93,028 I. $44,761 48.1 
Chicago & Eastern 

RONG, 05 4.000 As> 23,( 66 20,183 IL. 2,883 14.3 
Chicago, Mil. & St. 

Oe eet ,000 180.389 I. 103,611 657.4 
Hannibal & St. Joe. 54,310 48,279 IL. 6,031 12.5 
Mo., Kan. & Texas. 85,220 67,916 I. 17,304 25.5 
St. Louis, Iron Mt. & 

Southern......... 172,200 149,390 I. 22,810 15.3 

Week ending Nov. 7: 

Great Western. .... $102,010 $87,784 I. $14,226 16.2 

Week ending Nov. 8: 

Grand Trunk....... $219,262 $187,757 I. $31,505 168 
Grain Shipments to Montreal. 


In explanation of the small shipments of grain from upper 
lake ports to Montreal this season, where the total shipments 
have been extraordinarily large and the high canal rates 
have made it more profitable than heretofore to carry to 
Montreal, it is said that the local traffic has been so abundant 
as to fully occupy the Montreal ocean steamers at higher 
rates than they could get on Northwestern grain. It appears 
that Montreal receipts this year are chiefly of Canadian 
grain. 

Lake Navigation—The Cost of Delays. 

The Chicago Inter-Ocean of Nov. 13 says: “‘ After several 
years of low freights and the greatest depression on the 
lakes, freights this fall advanced to a good paying besis. 
Vessels in the grain trade had only made a trip or two, how- 
ever, at the’* boom ” figures, when, about four weeks ago now 
—will be four weeks on Friday—about three-quarters of all 
the sail vessels engaged in the grain trade were caught on 
Lake Erie by head-winds and storms, and detained. It is 
only a few days since they commenced to arrive in the De- 
| troit River on their way up. And these vessels have not only 


Mr. Latrobe, who succeeds Mr. Norris, deceased. | been detained an almost unprecedented length of time 
, I £ 





PERSONAL. 

—Mr. Robert Clinton Wright, for many years a prominent 
Baltimore merchant, and for some years United States Min- 
ister to Brazil, died at his residence in Baltimore, Nov. 6. 
He was at one time President of the Northern Central Com- 
pany for several years. 

—The Atlanta Constitution speaks as follows of Major 
Robert A. Bacon, of Columbus, who has been chosen Secre- 
tery of the Georgia Railroad Commission, over nearly one 
hundred applicants; ‘‘ Major Bacon is well and favorably 





known in railroad circles of the South, and is eminently 
qualified for the laborious and delicate position in which he 


| with their crews of nine men, each drawing $3 a day (cap- 
| tains and cooks, who are included, get a little more than $3), 
but many of them have failed to get up cargoes, even at re- 
| duced rates, so that the loss to owners falls with double 
weight. Out from Buffalo, as these vessels are now, nearly 
| four weeks, they will probably not arrive bere in Chicago, 
at Milwaukee, etc., before the expiration of the fifth week. 
There are, according to the best authorities among agents 
and owners, about 100 vessels that have suffered in this way. 
In our paragraph of Monday we made the number of vessels 
75 and the length of time thirty days, and did not include 
| the wages of captains, mates, or cooks. As is seen, we now 
| make the number of vessels 100—and it will not fall far short 
of that—the time 85 days, and include the wages of ev 
man on board, This, at #3 a day for each man, gives $1 
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as due ions and — due each trew, gus the total 
amount to be paid out the fleet for wages alone (sayin 
nothing of tug hire, foor, loss of canvas, shortage po 
dome cargo, etc.), ninety-four thousand five hundred dol- | 
ars! 

“ Besides all this, these vessels, by their detention, have | 
lost an entire round trip, and if they all crowd in here at | 
about the same time, the excess in the supply of capacity 
over the demand is likely, bee ome eae | the lateness of 
the season, to have the effect of breaking the freight market 
and reducing rates a cent or two a bushel, and perhaps more. 
‘ be _~ a yee these vessels have not lost an pra round 

rip, bu ve lost one sage down with grain, and averag- 
ing their capacity at 26,000 bushels of corn each, at 7c. per 
bushel, they have lost on freight receipts $182,000, which, 
added to the wages to be paid out on their arrival here, makes 
. am of two hundred and seventy-six thousand five hundred 
ouars, 

‘‘Owing to the storms and adverse winds on tiiis lake, and 
the shallow harbors on the east shore (which cannot be left 
when there is anything like a sea on), the lumber fleet, 
though getting good rates, have also suffered exasperatin 
detention, so that on the whole it may be said that while 
vessel& generally have got good rates for such cargoes as they 
have carried this fall, it is the sailors, and the sailors alone, 
who get the benefit of the ‘boom.’” 


Chicago Shipments East. 


Shipments of freight eastward from Chicago during the 
week ending Nov. 15 by the different routes were, in tons : 





rain Total. 

ene Catal ons. cccaveciaviesetenkebasee 3,871 8,580 
SPEND, . Sor hacccughsce teaacaas statin 046 10,452 
OE WD  cicboccbcde | od pectishesbevebeete 1,516 6,828 
UNG NOTED foro os o's SLU AWS Vues in nccsee SOE 685 5,166 
SEN Ae Cable iid. is ok oes so cdba erteeeene 1,853 2,805 
| Ne eee ene Perr eee ee 12,971 33,831 


The total in the previous week were 36,373 tons. The 
week ending Nov. 15 was the first after the advance of rates. 
Coal Movement. 


Coal tonnages for the week ending Nov. 8 are reported as 
follows: 


1879, 1878. Increase. P, c. 
Anthracite.... ............. 537,634 462,793 74,841 16.2 
Semi-bituminous............ ee eS ee eee a 
Bituminous, Pennsylvania. 34,175 — .....66. 0 seseeees 
Coke, Pennsylvania ....... DRED lcteavhaek: ineseapen 4 


The ‘‘ coal-boat rise” in the Ohio has come at last, and the 
Pittsburgh coal men have been making the best of it. On 
Noy. 16 and 17, a large number of tows went out, carrying 
7,567,000 bushels (302,680 short tons) of’ coal. Of this 
8,980,000 bushels were bound to Louisville, 3,120,000 bush- 
els to Cincinnati, the rest to other towns down the river. 

Cotton Rates. 

The Joint Executive Committee, by circular dated Nov. 
13, announced the following cotton rates to New York, to 
go into effect Nov. 15: 

Uncom- Com- 


Memphis.............. 
St. Louis and Hannibal 





Sr are 62 49 
East Hannibal. ..... . 62 oan 
ET . 6 49 
Evansville....... bd< dba . 63 47 
Louisville and New Albany . 56 47 
ESOT ee an eee ee 53 44 


Rates to other points are to be made with the established 
differences. The rates cover not only the shipments originat- 
ing at but those shipped by way of the placesnamed The 
rate on shipments by the rail and river route is 72 cents. 

As rates on cotton are not controlled by the companies 
represented by the Joint Executive Committee, but have to 
be made with the coéperation of the Southern roads, the 
rule to give 10 days’ notice of an advance cannot be carried 
out. The rates are subject to change on notice. 

Grain Movement. 

For the week ending Nov. 8, receipts and shipments of 
zrain of all kinds at the eight reporting Northwestern mar- 
ets, and receipts at the seven Atlantic ports, have been, in 

bushels, for the past seven yous: 
Northwestern shipmeuts.— 


North- 

western +» Ge Atlantic 
Year receipts. Total. By rail. by rail. receipts. 
1873 . 2,839,055 2,920,766 605,387 21.3 3,487,082 
1874.. ...2,826,443 2,528,468 799,288 31.6 1,797,450 
1875......3,868,681 4,869,314 1,362,611 35.2 3,191,155 
1876......3,144,650 3,822,151 1,339,994 35.1 2,798,964 
Se 4,149,693 2,859,428 470,422 16.4 4,880,768 
1878...... 4,668,619 3,503,917 760,479 = =21.7 = 4,527, 68: 
1879...,..5,110,058 4,668,181 1,255,164 26.9 6,195,595 


The receipts of the Northwestern markets for the week 
this year are the smallest since July 28 per cent. less than in 
the preceding week. The fact that there was an election 
that week has a great dea) to do with the decrease, doubtless. 
Of the receipts at these markets 48.83 per cent. was at Chi- 
cago, 15.7 at Milwaukee, 11.1 at St. Louis, 8.4 at Toledo, 
. ” Peoria, 4.4 at Detroit, 3.5 at Duluth, and 2.2 at Cleve- 

and. 

The total shipments of these markets were somewhat 
larger than in either of the two preceding weeks, but the 
rail shipments were smaller, and the smallest since the first 
week of July, notwithstanding this was the last week before 
the advance of rates, when shippers might be expected to 
hurry forward their grain. The receipts at Atlantic ports were 
17 per cent. less than in the preceding week and the small- 
est since the middle of July. This decrease, too, has been 
charged to election day ; but as tie boats and trains run the 
same then as on other days, it does not appear that 
this should have made much difference, as it doubtless 
does make a great difference with farmers carrying their 
grain to market. Of the receipts at Atlantic ports for the 
week, 56 per cent. was at New York, 18 at Baltimore, 10,6 
at Boston, 8,1 at Philadelphia, 6.1 at Montreal, 1.1 at New 
Orleans, and 0.1 per cent. at Portland, 

For the week ending Nov. 18 (Tuesday) receipts and ship- 
ments at Chicago and Miiwaukve were as follows, in bushels; 


Receipts. Shipments. 

EN gis kccispbeeenttess chee vane Mem 1,381,926 1,180,823 
POPUPS SS Sst eocden cesses tcossenme 657,1 363,5 

ORE SR ES fs 2,039,026 1,544,323 


For the same week Buffalo receipts were 2,688,843 bushels 
by lake, and 507,900 by rail; shipments, 3,036,695 bushels 
by canal and 927,430 by rail. 

For the same week, ending Nov, 18, the previous week 
and the corresponding week last year, recei at the four 
leading Atlantic ports were, in bushels: 

—-———--——Week ending.-———- 








-\of Nov. 13 says: “The night express north on the Chicago | 





total, against 62.4 per cent. in the preceding week, and 57.6 
r cent. in the corresponding week last year. Of the New 
ork receipts for the week 1,111,028 bushels—31.1 per cent. 

—were by rail. 

Pacific Through Freights. 

A San Francisco dispatch reports that the general freight 
agents of the Union and Central Pacific roads are in con- 
ference over a proposed revision of through rates on traffic 
to and from tiie Pacific coast. 


- — | 


OLD AND NEW ROADS. 

Allegheny Valley.—Tbe old suits of Munhall and 
others against this company and the Pennsylvania were ar- 
gued in the Pennsylvania Supreme Court last week on ap- 
peal from a non-suit granted by the Circuit Court. The suits 
were brought to recover damages for an alleged conspiracy 
to break up the business of plaintiffs, who were engaged in 
transporting oil by barges on the Allegheny River to Pitts- 
burgh. The closing of the barge lines was accomplished by 


8 | asystem of rebates given by the Pennsylvania on all oil go-' 


ing east from Pittsburgh which had reached there by the 

Valley road, such rebates being refused on all oil brought to 

—e by barge. The suits have been in progress since 
875. 


Atchison & Nebraska,—This company announces 
the opening for traffic of its extension to Seward, Neb., 29 
miles beyond the late terminus at Lincoln, and 176 miles 
from Atchison. The new stations, with the distances from 
Atchison, are: Emerald, 154.8 miles; Pleasant Dale, 160.2; 
Milford, 166.2; Ruby, 170.5; Seward, 176.1. 
Seward north by west to Colunbus will probably be ready 
for business in a few weeks, This extension is built by the 
Lincoln & Northwestern Company, which is only nomi- 
nally a separate organization. 


Baltimore & Delta.—Grading is nearly finished on the 
20 miles of this road between Delta, Pa., and the Great Gun 
powder River in Hartford County, Md. Nearly all the right 
of way through to Baltimore has been secured, the property- 
owners on the line giving it in most cases. Ground for a 
depot has been secured on Boundary avenue, Baltimore. 


Canadian Pacific.—A Winnepeg (Manitoba) dispatch 
says that there are now employed on Section A of this road, 
1,200 men, an‘ on Section D, 1,000 men. The work of ex- 
cavating is rapidly proceeding and will be continued durin 
the winter months. It is expected that both contracts will 
be completed before the stipulated time. On the Manitoba 
section Mr, John Ryan has a small force of men getting out 
ties and otherwise preparing for active operations. 


Carbondale & Shawneetown.—The name of the cor- 

ration which has leased this road is the St. Louis Coal 

ilroad Company. Possession of the property was given 
Nov, 1, and al accounts from that date will be with the 
new company. 


Central Branch, Union Pacific.—A report is current 
to the effect that R. M. Pomeroy and others, who own nearly 
all the stock of this company, have sold it to Jay Gould, who 
seems to be credited with a f ncg gue to buy up all the rail- 
roads west of the Missouri. The Central Branch Jines come 
into competition with the Kansas Pacific branches at several 
ints, and Mr. Gould may desire to contro! the road in the 
; nsas Pacific interest, but so far the report lacks confirma- 
tion. 


Central, of New Jersey.—The title to a very valuable 
piece of property situated between this company’s terminus 
at Communipaw and the Morris Canal basin in Jersey City 
has n for some years in dispute. The claimants are the 
Central Company, which has already made improvements on 
the property, and the Lehigh Valley Company, as purchaser 
from the old New Jersey West Line Company, whose title 
was derived from the New Jersey Riparian Commissioners 
by purchase. The case comes up now in the form of a bill in 
equity filed by Receiver Lathrop, of the Central, to restrain 
the Commissioners of the New Jersey State School fund from 
selling the property under foreclosure of a mortgage given by 
the West Line Company for $82,000 of the purchase money 
of the land in question. The property was sold under fore- 
closure in December last, but the sale was afterward set 
aside and a resale ordered, to enjoin which the suit is now 
brought. 

In explanation of the suit, it may be stated that in New 
Jersey land under tide-water is owned by the state, and not 
by the owners of the adjoining lands. les and leases of 
these lands under water are made by the Riparian Commis- 
sioners, the proceeds of such sales and leases going to the 
state school fund. The sale of the lands in question to the 
West Line Company was made by the Riparian Commis- 
sioners under a special grant made by the Legislature in 
1872, the price fixed being $125,000, of which $43,000 was 

id in cash, and a mortgage for $82,000 given to the school 

und, The West Line subsequently sold this with other 

property to the late Asa Packer for the Lebigh Valley Com- 

pany, and the payment of interest on the mortgage was 

stopped because the title was in dispute. The Central Com- 
pany claimed that the grant was not properly made, and in- 
cluded the property with its terminal grounds at Communi- 
paw. Concerning it own lands under water the Central had 
some litigation with the state which was finally settled in 

1874, when the company paid the Riparian Commissioners a 
large sum for the property which it had occupied and im- 
proved. The question as to the title to the land now in dis- 
pute was left unsettled at that time, but the Riparian Com- 
missioners agreed to convey it to the Central provided it 
should be shown hereafter that the West Line grant was 
improperly made. The question of the propriety of this | 
grant is the chief one now involved. | 

The much disputed question of the extension of one of the | 
Jersey City streets to a connection which the Central depot | 
at Communipaw is to some extent involved in the settlement | 
of this suit, as the street must cross the land in dispute. This 
street extension question, by the way, with its necessary | 
bridge over the Morris Canal basin, has been hotly discussed | 
for several years, and has come to be quite a factor in New | 


500 | Jersey politics the Central Company fayoring and the Penn- | 


sylyania influence opposing it, 


Cherokee.—Track on this road is now laid to Cedar- 
town, Ga., 12 miles beyond the olj-terminus at Rockmart | 
and 35 miles from the ‘connection with the Western & At- | 
lantic road. Trains will probably ryn to the new terminus 
this week. | 


Chicago & Alton.—The Bloomington (0) Pantagraph | 


| 
| 


& Alton which left St. Louis Tuesday evening took on at 
Springfield the directors’ car, ‘ The Great West,’ with Gov- 
ernor Cullom and the gubernatorial party. This train was 
followed out of St. Louis by a special train of coaches and | 
sleepers to accommodate St, Louis travel only. Following | 
this came a special train conveying Col, Tom Scott and party 
from St. Louis to Chicago. At Bloomington the train which 
arriyed from the Jacksonville Division at two o'clock in the 





Nov, 18, Nov. 11, Nov, 19, 

1879, 1879, 878, 
Mew Vows isicics vdsreee 8,576,935 3,797,824 2,547,117 
Baltémore...........++.2-- 630,008 1,212,204 47,358 
Philadelphia.............. 329,80) 488, 761,000 
apps RT a dS 556,164 , 369,806 
The four ports ...... 5,094.907 6,085,631 4,425,281 
All the ports show a decrease from the week, 
and Baltimore and Philadelphia a decrease from ae $e 
New York receipts for the week were 70.2 per cent. of the 


jing took the main line and followed the two already | 
med, At Dwight a special train from Washington 


The line from | 
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filed in, and all these were followed by the special of ten 
cars which left Bloomington at six a. m. {ee group of 
trains, of which the night express was the leader, was run 
on the block system—that is, the second train stopped at 
each station until it was known by the rator that the first 
had passed the next station ahead. e third train in the 
same way followed the lead of the second. This arrange- 
ment necessitated the kaeping on duty at night, until the 
trains had passed, all the operators on the line, and was a 
heavy task for the train-dispatching foree.” 


Chicago, Burlington & Quincy.—It is said that this 
company has decided to build a branch from Albia, Ia., 
southward to Moviton, 24 miles. Most of the road was 

led several years ago, and the old grade has been bought 
or this extension. 


Chicago, Millington & Western.—The track of this 
road, which was sold to the Chicago, Burlington & Quincy 
by the bondholders who bought it at foreclosure sale, is now 
being taken up and removed, and the right of way will re- 
vert to the former owners. Only 11 miles were laid, from 
the Chicago city line to the Brush Hill gravel pits. 


Chicago, Pekin & Southwestern.—The United States 
Circuit Court, to which the foreclosure suits have been trans- 
ferred, has made an order directing the former receiver, F. 
E. Hinckley, to present to the Court, within 20 days, a 
verified statement of his accounts from Oct. 31, 1877, to Ma 
30, 1879, and to submit to an examination before H. Ww. 
Bishop, Master in Chancery, touching the administration of 
the property of the road during bis receivership. 


Chicago & Southern.—-In the United States Circuit Court 
in Chicago, Nov. 11, an order was entered relating to the 
proceeds of the foreclosure sale of this road. The order pro- 
vides that of the balance remaining after satisfying the claim 
of John B. Brown, the sum of $41,575.49 shall be reserved to 
meet the claim of B. Lowenthal, H. Wilbeck and the Union 
National Bank, which is now before the Illinois Supreme 
Court on appeal, and which, if established, will be a lien on 
12 miles of the road. The sum of $13,946.04 is reserved to 
meet certain intervening claims, and the balance—-$50,000— 
of the purchase money is to be paid to the attorneys for the 
holders of the $820,000 bonds. 


Cincinnati Southern,—Preparations are already being 
made for a grand opening of this road upon its completion 
through to Chattanooga. The track will all be laid in a few 
weeks, but it is hardly thought the forma! opening will take 
place before January. 


Connecticut River.—The Springfield (Mass.) Republi- 

can of Nov. 18 says: ‘The Connecticut River and Ver- 
mont Valley railronds are making a new effort to complete 
a consolidated line from this city to Bellows Falls, and the 
latter company is now negotiating for the purchase of 21 
miles of the old Vermont & Massachusetts road, extendin 
from Miller’s Falls on the Fitchburg road, at the terminus o' 
the New London Northern, to Brattleboro, This piece, 
which was originally in the main line of the Vermont & 
Massachusetts, includes, it will be reca led, the ten miles be- 
tween South Vernon and Brattleboro which separates the 
Connecticut River trom the Vermont Valley road, and it is 
now owned by the Fitchburg Company but controlled by 
the Central Vermont under an old lease and operated in 
their interest by the New London Northern, of which they 
also hold a lease, The Vermont & Massachusetts lease has only 
about four years more to run, and if the property should 
pass into the hands of the Vermont Valley Company, might 
very likely be got rid of in a much shorter time, A meeting 
of the Fitchburg and Valley managers, for the purpose of 
negotiation was held a few days since, of which the result is 
not known, although it is understood that there is a serious 
difference as to the price, the Fitchburg —- wanting 
$500,000 to $600,000 for the property, which the other 
varties consider is more than its value. In case the bargain 
alls through, it is pretty certain that about five miles of 
road will be built, bo the interest of the Va ley and Connecti- 
cut River companies, from a point on the Ashuelot road, half 
a mile south of Hinsdale, N. H., to Brattleboro, which will, 
in another way, afford the long-desired independent line. 
trains from the south then running on to the Ashuelot roac 
at South Vernon, and thence by the new piece to Brattle- 
boro. The distance between South Vernon and Brattleboro 
would be a little shorter this way than by the existing Ver- 
mont & Massachusetts line. A survey for the five miles of 
new road, which jies wholly in New Hampshire, has been 
made, and a charter was asked for from the last Legislature, 
but it failed of being passed by one or two votes.” 


Denison & Pacific.—The track on this road is laid to 
Gainesville, Tex., 15 miles west by south from the late 
terminus at Whitesboro, and 40 miles from the connection 
with the Missouri, Kansas & Texasat Denison. Trains were 
to run through to Gainesville this week. 


Des Moines, Adel & Western.—Track on this road is 
now laid to Mosquito Creck, 10 miles from the old terminus 
at Adel, Ia.,and 17 miles from the junction with the Des 
Moines & Ft. Dodge road. Grading is all done and track- 
laying in progress to Panora, in Guthrie County, 10 miles 
further. 

Evansville, Owensboro & Nashville.—This com- 
pany has filed articles of incorporation in Indiana for the 
sroposed extension of the Owensboro & Nashville road 
a Owensboro, Ky., to Evansville, Ind. The articles 
provide for the building of the whole line on the Indiana 
side of the river. 


Louisville & Nashville.—It is reported that the stock 





of this company is being bought up largely by a combina- 
tion composed of Col. Cole, President of the Nashville, 
Chattanooga & St. Louis; Mr. Allen, President of the Iron 
Mountain road, and other gentlemen interested in those 
roads. To offset this, it is reported that the Touisville & 
Nashville is trying to secure a controlling interest in the 
Nashville, Chattanooga & St. Louis. 


Louisville, New Albany & St, Louis.—This company 
asks the city of New Albany, Ind., to vote $135,000 in aid 
of its construction, and offers the following conditions: The 
money is not to be paid until the road is completed to Prince- 
ton, and a coal train is brought over it from the mines to 
New Albany, and not until the company shall have purchased 
land and erected its principal machine shops in New Albany 
and not until the company shall haye executed a perpetual 
contract by which it hall agree not to charge more than 81,5 
cents per bushel as freight on all coal brought by it from any 
mine on the line of the road to New Albany, 


Missouri Pacific.—It is announced that Jay Gould has 
bought the controlling interest in this road heretofore 
owned by Commodore Garrison. The price paid is reported 
to be $8,800,000, which probably includes some bonds as 
well as the stock. Itis said that a change in the manage 
ment will be made shortly. This purchase gives the Gould 
party control of both the direct lines from St. Louis to Kan 
sas City. 


New Haven & Northampton.— Bids will be received 
at the office of Charles N. Yeamans, President, in New Haven, 
Conn., until Dec, 28, for the grading and masonry of an ex 
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tension of this road from Northampton, Mass., to the Troy 
& Greenfield road at Bardwell’s Ferry in Conway, a distance 
of 17 miles; also of a branch from South Deerfield to Tur- 
ner’s Falls, 10 miles, the Baer for sidings and station 
grounds being included, poncenets forms and other in- 
formation can be obtained from Lewis F Root, Engineer in 
charge, at Northampton, Mass. Plans and estimates of quan- 
tities will be ready about Dec. 10, Vhe company wishes to 
have intending contractors examine the ground before it is 
covered with snow. 


New York Central & Hudson River.—The plan for 
elevating this company’s tracks through the city of Roches- 
ter, N. Y., seems to be in danger of falling through, Opin- 
ions have been given by the law officers of the city to the 
effect that the City Council has no power to close any of the 
streets. It is intimated that the company will not agree to 
any further modifications of its original plan, but will prefer 
to build a new road around and outside of the city, retain- 
ing only a single track through it for local business. 


New York, Connecticut & Eastern,—A contract for 
the building of this road from New Haven, Conn., to the 
New York state line is said to have been let to 8S. K. Rams- 
dall, of Providence, R, 1, the work to be completed by Aug. 


1, 1881. 


New York, Lake Erie & Western.—The second track 
is now completed from Pine Grove to Stockport, complet- 
ing a double track over the Delaware Division, with the ex- 
ception of a section of six miles between Hankins and Calli- 
coon. 


New York & Oswego Midland —As this road has 
at last been sold, there is a prospect of its organization. 
The plan last adopted by the first-mortgage bondholders 
and the holders of receivers’ certificates is substantially as 
follows: 

A mortgage not exceeding $200,000 to be placed upon the 
property to meet the expenses of the litigation already incur. 
red, and of organizing the new company ; bonds to be issued 
secured by this mortgage, due within ten years from date, 
with interest at per cent, yable semi-annually; this 
mortgage to be paid off in full fon the first net earnings of 
the road, and no other mort to be made, except with 

- the written consent of a mabriy in amount of both classes 
of stockholders mentioned below. — , 

Preferred stock to be issued to the certificate-holders, 
which shall be entitled to dividends at the rate of 6 per cent. 
erannum, 

' Common stock to be issued to the first-mortgage bond- 
holders of the old company, who shall be eutitled to the same 
dividends, provided the net earnings of the road will pay 
that amount after paying the dividends on the preferred 
stock; 

Common stock te be issued to mortgage bondholders and 
erecitors of the old company, other than the first-mortgage 
bondholders for the amount due them from that company, 
on their paying $20 on each share of stock issued to them; 

Common stock to be issued to the stockholders of the old 
company on their paying $80 oneach share of stock issued 
to them, 

The directors of the new company to be thirteen in num- 
ber, cight of whom are to be elec by the preferred stock- 
holders, and five by the conumon stockholders, until the com- 
pany sball have earned and paid a dividend on the common 
stock, and after that the directors shall be elected by a ma- 
jority of both classes of stockholders voting at any election, 

Chicago & Canada Southern.—It is stated that this 
road bas been formally transferred to the Lake Shore & 
Michigan Southern Company, which will work it hereafter. 
The road now extends from Slocum Junction, Mich,, south- 
west to Fayette, O., 67 miles. An extension of a few miles 
would bring it to a junction with the Lake Shore’s “ Air 
Line.” 

Conrad N. Jordan,Chairman of the Purchasing Committee, 
announces that the decree value of a first-mortgage bond under 
the sale is $16,250f par and interest,or $250 for a $1,000 bond 
with all the coupons on, He is now ready to pay the $250 
less one-half of 1 per cent., or the holder may deposit his 
bonds with the Committee upon payment otf | per cent. on 
their par value. Undeposited receivers’ certificates will also 
be cashed at par and interest, less one-half of 1 per cent. 


Northern Pacific.—Grading is now in progress on the 
Pend d’Oreille Division from the Columbia River terminus, 
which hasbeen named Ainsworth. Lron for 25 miles of track 
has been sent up the river, and will probably be laid this 
year 


Parkersburg, & Charleston.—Five routes are pro- 
posed for this projected line from Parkersburg, W. Va., to 
Charleston. The first, by Rockpors and Rip ey, ’s 80 miles 
long; the second, by Ravenswood and Ripley, 83 mies; the 
third, by Elizabeth and the Three Forks of Reedy, 83 
miles; the fourth, by Elizabeth, Palestine and Spencer, 90 
miles, and the fifth, by the West Fork and Elk Creek, 100 
miles. 


Pennsylvania,—The stock of this company sold at par 
in Philadelphia Nov, 18, for the first time in about four 
years. lt has been gradually going up sinze Aug. 1, 1877, 
when it was at the lowest point, 4914 per cent. of the par 
value. 6 

An effort is being made to have the stock held by the city 
of Philadelphia sold, and the proceeds applied to the reduc- 
tion of the city debt. The city now holds 59,149 shares, 
worth, at par value, $2,957,4 The city has held as much 
as 140,555 shares, but 81,406 shares have been sold at 
different times. It is calculated that the city has received 
from dividends and the sale of stock over 83,000,000 more 
than the first cost, with interest. 


Philadelphia & Reading.—This company has leased 
the coal docks at Elizabethport, N. J., formerly used and 
still owned by the Delaware, Lackawanna & Western Com- 
vany. ‘The docks are now being repaired and will be ready 
bor use about Jan. 1, They have a shipping eapacity of 
about 2,000,000 tons per year. The coal will reach them 
over the New York & Philadelphia New Line, 

A survey is being made for a short branch to run from 
Swatara Gap, Pa., on the Lebanon & Tremont Branch, to 
Union Deposit, It will serve chiefly the furnace at Union 
Devosit. 


Pittsburgh & Western.—Tracklaying has been pape 
on the extension of 12 miles from Zelienople, Pa., to Wur- 
temburg in Lawrence County, where it will reach large de- 
‘one of iron ore and limestone. With good weather, it is 
1oped that the extension will be finished early in December. 

A new source of traffic is looked for in the placing of ice- 
houses along the line and the formation of ice-ponds on Pine 
Creek and the Conoquenessing. One contract has already 
“ slowed for the transportation of 20,000 tons of ice to 
Al egheny. 


Portland & Rochester.—It is reported that, the Boston 


& Maine and the Eastern companies have jointly bought a 
controlling interest in this road, paying $270, for it, 


Their object in the purchase is to prevent the cutting of 
rates on Portland business, which has been carried pny a 
good while past. It is said that the companies do not intend 


to close the through line from Portland to Worcester over | recently at foreclosure sale. Pending the confirmation of the 


[NovemBer 21, 1879 


! 


this road and the Worcester & Nashua, but they wish to | sale, it works the road as agent for the Receiver, and all 


control it, so that they may be able to maintain rates. 


St. Louis, Alton & Terre Haute.—Notice is given that 
the coupons due Aug. 1, 1879, on this company’s second- | 1 
mortgage preferred bonds, Series C, will be paid at the 
Third National Bank, New York, in accordance with the 


order of the United States Circuit Court. 


St. Louis, Hannibal & Keokuk.—This company is 


now offering at 90 and interest its first-mortgage 7 per cent. 
bonds, running 40 years from 


} 1877, issued at the rate of 
$12,000 per mile on its road, which is to extend from Hanni- | 


business is done in the Receiver’s name as heretofore. 


Sandy River.—Track on this road is now laid to a point 
| 15 miles northwest from the starting point at Farmington, 
| Me., leaving only three miles to lay to reach Phillips. Trains 
| are run to Strong, 11 miles from Farmington. t Strong 
| there is the heaviest work on the road, a bridge with two 

spans of 60 ft. each and a trestle work approach 730 feet 

long, the track being 42 feet above the water. The road 
will be finished to Phillips ina few days. 


Santa Barbara.—This company has filed articles of in- 


yal, Mo., southward toJ[Keokuk, on a line generally 10 to 20 | corporation to builda railroad from Santa Barbara, CaL, to 


miles east of the Mississippi River. ‘he portion of the road 
completed is from Hannibal southward 484 miles to Prairie- 
ville, and it is intended to extend it further south to a con- 
nection with the Wabash, St. Louis & Pacific, which would 
give it a connection with St. Louis. 
Mississippi is the recently completed St. Louis, Keokuk & 
Northwestern, which extends in a similar direction, but no- 
where more than a few miles from the river, through Hanni- 
bal and West Quincy to Keokuk. The St. Louis, Hannibal 
& Keokuk has no connection north of Hannibal. It inter 
cepts traffic coming from the west to the other road and 
river, but the country hardly supplies enough to support two 
north-and-south railroads, Among the leading promoters of 
the St. Louis, Hannibal & Keokuk are Judge George Greene 
and W. W. Walker, who were leading spirits in the construc- 
tion of the Burlington, Cedar Rapids & Minnesota, and the 
former in the Rockford, Rock Island & St. Louis. 


St. Louis, Iron Mountain & Southern.—Reports 
are again in circulation of a consolidation of this road with 
the Texas & Pacific, and parties in the interest of that com- 
par y are said to be making large purchases of Iron Moun- 
tain stock. It isnot possible for them, however, to secure a 
controlling interest under present conditions, and it quite 
possible that the story is circulated for stock-jobbing pur- 
poses, 


St. Louis, Kansas City & Northern.—The fallen span 
of the St. Charles bridge over the Missouri is being replaced 
by a temporary wooden structure, and meantime passengers 
are carried across the river by ferry, and freight sent around 
over the Chicago & Alton road from Mexico, A thorough 
investigation is to be made by experts into the cause of the 
failure of the bridge, besides which a number of engineers 
have been suramoned to testify at the coroner’s inquest. One 
theory propounded is that a car or cars left the track and 
struck the end of the bridge truss, and it is said that evi- 
dence has been found to support this. 


St. Louis & San Frapcisco.—lIt is reported that Jay 
Gould has bought a controlling interest in this company’s 
stock, or that he has made large purchases with a view of 
securing the control. 

Another story is that some large lots of stock lately sold 
have been bought, not by the Gould party, but by Boston 
men who are interested in the Atchison, ‘Topeka & Santa 
Fé. Both stories are without confirmation so far. 


St. Louis Tunnel Railroad.—At a meeting of this 
company iu London, Nov. 7, a stockholder proposed the fol- 
lowing resolution : 

“That this meeting having considered the terms of a pro- 
nosed agreement between the company and the Illinois & 
St. Louis Bridge Company, which the committee of the two 
companies have recommended the boards in America to 
carry out, the terms of which agreement are that the net 
revenue from both undertakings shall be pooled and divided 
in the proportions of five-sixths to the bridge company up 
to £90,000, and 90 per cent. on allsums beyond that amount, 
and one-sixth to the tunnel company up to £90,000, and 10 
per cent, on all sums beyond that amount; this meeting con- 
sidering such terms unfair to the tunnel proprietors, ex- 
presses its urgent request to the board of directors that the 
agreement be not put into execution.” 

After a great deal of discussion, however, the subjoined 
amendment was proposed and carried: 

‘That in the opinion of the meeting the committee of re- 
organization have used a wise discretion in the advisory 
resolutions they have passed as to division of profits between 
the Tunnel Railroad of St. Louis and the St. Louis Bridge 
Company, and are entitled to the confidence and thanks of 
the proprietors of both properties,” 


St. Paul, Minneapolis & Manitoba.—The following 
is the official statement to the New York Stock Exchange: 
The securities are: 1, First-mortgage 7 per cent. gold sink- 
ing-fund bonds, 2. Second mortgage 6 per cent, gold bonds. 
8, Stock to the amount of $15,000,000. The company was 
organized on May 238, 1879, and owns and is operating, 
under the charter of the St. Paul & Pacific Railroad Com- 
pany, 660 miles of railway from St. Paul to Minneapolis, 
where one branch passes northward to St. Paul, St. Cloud 
and Fergus Falls, and the other westward by way of Litch- 
field and Breckenridge. The road reunites at Barnesville 
and runs to St. Vincent, where it connects with the Pembina 
Branch of the Canada Pacific Railroad. A branch line runs 
from Crookston to Grand Forks and is to be extended into 
Dakota. The total length of road completed is 618 miles, 
and 42 miles are under construction. The railway is com- 
osed of the lines recently owned by the St. Paul & Pacific 
Railroad Company and the St. Paul & Pacific Railroad Com- 
many, First Division, together with the Red River Valley and 
he Red River & Manitoba Railroads. The first two roads 
were acquired at judicial sales, duly confirmed, and the last 
two by purchase. 

The first-mortgage bonds to the amount of $8,000,000 are 


secured by a mortgage, which, with the exception of two | 


previous liens for $120,000 and $366,000 respectively on 
about eighty miles of the road, is a first lien on the entire 
road equipment, ete,, and on about 2,000,000 acres of 
land, ‘the issue is limited to $12,000 for each mile of com- 
pleted road, 
July 1, 1909, and bear interest at 7 per cent,, payable in 
gold. The proceeds of all land sales are to be reserved by 
the trustees as a sinking fund for the redemption of the 
bonds at or under 105 und accrued interest, The trustees 
have already purchased and cancelled $50,000 bonds, and 


there remains in the sinking fund $92,647 to be applied to | 
‘ the | 


the same purpose. ‘The second-mortgage bends to 
amount of $8,000,000 are secured by a second mortgage on 
the road, etc,, but not of the land. They are dated Oct, 1, 
1879, mature Oct, 1, 1909, and are payable, encirel and 
interest at the rate of 6 per cent. in gold. The stock and 
bonds haye been issued to pay for the roads, lands, etc., 
forming the line of the railroad, to complete the lines pro- 
jected and to improve the completed road, The company 
as no floating indebtedness. The gross earnings of the 
company from traffic from Juve 1 to Oct. 1, 1879, were 
$901 201. 


St. Paul & Sioux City.—Under the consolidation lately | 
noted, this company took possession of the St. Paul, Still- 
The leased line will be 


water & Taylor’s Falls road Nov. 1, 
known as the Stillwater Division, 


The company has also practically taken possession of the 





Covington, Columbus & Black Hills road, which it bougkt 


Between it and the | 


The bonds are dated June 21, 1879, are due | 


| Newhall, on the Southern Pacific, a distance of 80 miles. 
The incorporators are W. W. Hollister, 8. B. Brinkerhoff, 
D. W. Thompson, Russell Heath and William Sturges, Jr. 


Savannah, Griffin & North Alabama.—lIt is re- 
| ported that a large force has lately been put at work on the 
| extension of this road from its present terminus at Carroll- 
| ton, Ga., northward through Rome to Chattanooga, a dis- 
tance of 112 miles. A force is also at work putting the*60 
miles of finished road from Griffin to Carrollton in good con- 
dition. The extension proposed runs from Rome northward, 
parallel with the Western & Atlantic; the road is owned by 
the Central of Georgia, and the only possible purpose of the 
Central in building the extension would be to flank the West- 
ern & Atlantic and secure a line of its own to Chattanooga. 
The line is an expensive one, through a rough country, and 
the object of building it is hardly apparent as yet. 


Sioux City & Dakota.—The formation of this company 
by the consolidation of the Dakota Southern and the Sioux 
City & Pembina, has been already noted. The formal an- 
nouncement of the consolidation is now made, the new com- 
pany dating from Nov. 1. 


Sioux City & St. Paul.—Holders of first-mortgage 
bonds who have not heretofore accepted the terms for ex- 
change of bonds, as per circular of July 18, 1879, are noti- 
fied that all bonds not exchanged will be paid in full, with 
the coupons due Nov. 1, on pre entation to George I. Seney, 
Trustee, at the Metropolitan National Bank in New York. 
Interest will not be paid on bonds after Nov. 1 last. 


Southeastern, of Canada.—This company has bought 
a tract of land adjoining its terminus on the St. Lawrence 
at Longueuil, P. Q., and will build there a freight depot, 
round-house and other needed buildings. 


South Pacific Coast.—The workmen employed in tun- 
nel No. 3 on the extension of this road from Los Gatos, Cal., 
to Santa Cruz have had much trouble with gas arising from 
petroleum, which at several places oozes down through the 
walls. On Nov. 18, just asa blast was let off at the head- 
| ing, 2,790 feet from the mouth of the tunnel, the accumu- 
lated gas exploded with great force, shaking the mountain 
and driving out of the tunnel all who could get out. Of the 
men employed in the tunnel 24 Chinamen are believed to be 
killed and 17 others were brought out in a terribly burned 
and injured state. It has been impossible yet to fird out 
— much damage has been done to the work in progress in 
the tunnel 


State University.—It has been decided to build this 
road, which is intended to give the University of North 
Carolina, at Chapel Hill, a railroad connection, to Durham 
on the North Carolina Railroad. This will make the line 
about 12 mileslong. The charter gave the corporators 
power to build from the University in any direction and to 
connect with either the North Carolina road or the Raleigh 
& Augusta Air Line. 


Toledo, Peoria & Warsaw.—In the United States Cir- 
cuit Court in Chicago, Nov. 18, the final decree of foreclos- 
ure and sale was entered against this road, under the suits 
which have been in progress several years. 


Texas Trunk.—A company by this name has been or- 
ganized to build a road from Dallas, Tex., southeast to Sa- 
bine Pass, with a branch to the Louisiana line in the direc- 
tion of Shreveport, about 350 miles of road in all. The line 
will pass through the timber region of Texas for most of its 
length. The capital stock is to be $5,000,000. 


Utah & Pleasant Valley.—This company offers for sale 
$300,000 of an issue of $900,000 7 per cent. first-mortgage 
bonds at the price of 85 and interest. The road extends 
from a point on the Utah Southern Railroad at Provo, 48 
miles south of Salt Lake City and 85 miles south of Ogden, 
to Pleasant Valley, 60 miles, and has but just been completed. 





The bonds are issued at the rate of $15,000 per mile, 
| which requires $1,050 of net earnings per mile.’ The 


Utah Southern Railroad, which is the sole outlet of the Utah 
& Pleasant Vailey, earned net in 1878 $1,567 per mile. The 
Pleasant Valley road reaches coal mines which are said to 
| yield coking coal, and there is a great demand for coke 
| through the mining districts of Utah, Colorado and Nevada 
| for smelting works, the supply now coming chiefly from 
| Pittsburgh, and commanding enormous prices. The railroad 
| company owns the mines, and also some timber lands said to 
| be valuable, and they are covered by the mortgage. 


| Walley, of Virginia.—At the annual meeting in Staun- 
| ton, Va., Nov. 12, acommittee of five was appointed to urge 
| upon the Virginia Legislature the repeal of the act of last 
year providing for a sale of the road, in case the company 
fails to complete it to Salem within the specified time. 

| Wabash, St. Louis & Pacific.—The consolidated com- 
| pany took formal possession Nov. 18, as successor to the two 
old companies. On that day Vice-President Lewis assumed 
| control and announced the officers as heretofore chosen. 


| Worcester & Nashua.—Holders of all but $64,000 of 
the $1,000,000 bonds of this company and the $700,000 
bonds of the leased Nashua & Kochester road have con- 
sented to the reduction of interest from 7 to 5 per cent., and 
the remaining bonds are coming in gradually. The Nashua 
& Rochester stockholders some time ago consented to the re- 
duction of their dividends from 6 to 3 per cent. for the pres- 
ent. These reductions of interest take off $61,674 yearly 
from the interest and rental charges. 


ANNUAL REPORTS. 
The following is an index to the reports of companies 


| Which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette ; 








Page. 
Allegheny Valley............+++- B50 Louisville & Nashville 
Atchison & Nebraska .... -. 805 Maine Central.......... 
Atchison, Topeka & Santa Fe.. 277 Maine Minor Railroads 


Manchester & Lawrence 





| Atlanta & Charlotte Air Line... 204 
505 








Atlanta & West Point.......... 5 Marquette, Houghton & Ont.... 362 
Atlantic & Great Western. 172,179 Massachusetts Minor Railroads 446 
Atlantic, Miss, & Ohio.......... 532 Memphis & Charleston. ....191, 602 
Baltimore & Potomac.......... 832 M chigan Central.. ...262. , 24 
Boston & Albany............ 78, 602 Michigan R. R. Commissioner. 558 
| Boston, Clint., Fitch. & N. B..., 12 Minnesota Minor Railroads... . 532 
| Boston, Concord & Montreal... 332 ae ig & Tennessee........ 247 
Boston & Lowell................ 40 Missouri, Kansas & Texas.. .... 434 
Boston & N, Y, Air Line.,,..... 832 Mobile & Girard............. sees SBA 
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Boston, Rev. Beach & Lynn.... 601 Mobile & Montgomery.......... 320 

Bur. & Mo. River in Nebraska. 518 Mobile & Ohio. . 505 

Cairo & St. Louis -- 305 lier & 

Camden & Atlantic 372 Morris & Essex... 

Central, of lowa.. 151 hua & Lowell... 

Central, of New Je’ 121 Nashville, Chatta. & St. L 

Central Pacific 575 Natchez, Jack. & Col.. 

Charlotte, Col. New Jersey Midland ++-180 

Chartiers (P., C. & St. L.)......+ New Jersey Minor Ratlroads .. 575 

Chesapeake & Ohio............. N. Y. Lake Erie & West........ 

Chesapeake & Ohio Canal...... 382 New York Minor Railroads... . 518 
hicago & Alton.... ........... 165 New York & New England ... 122 

Chi., Burlington & Quincy..... 136 N. Y.,N.H. & Hartford........ 40 

Chicago & East. Iilinois....192, 614 N. Y., Providence & Boston.... 12 

Chicago & Lake Huron.,.. .... 10 New York State Engineer..... 

Chicago. Mil. & St. Paul........ 232 Northeastern (S. C.)........ z 

Chicago & Northwestern...450, 457 Northern Central.. viese 

Chi., Rock Island & Pac 872, 378 Northern (New Ham 

Cin., Hamilton & Dayto 3 Northern Pacific 


Cin, & Mys. Valley... ... 








Cin., Sandusky & Cleve 614 Ogdensburg 
Cleve., Col., Cin, & Ind aoe | Ohio & Mississippt......... 
Cleve., Mt. Vernon & Dela...... 491 Oregon & California........... 
Cleveland & Pittsburgh....... 218 Paducah & Elizabethtown..... 362 
Cleve., Tus. Val. & Wheeling... 218 Panama.........s0+se+05 Sesecense 2 
Col.. Chie. & Ind. Cent. (P., C. Pennsylvania...........++-++ 128, 136 
BBB. Sali cecvccsdvcvscdsscdepece 205 Pennsylvania ry raf .. 218, 434 
Col. & Hocking Valley. 20 Pennsylvania & New York..... 292 
Columbus & Toledo.... 320 Pensacola & Perdido........... 3438 
ee eas Philadelphia & Reading........ 39 
Concord & Claremont.......... Y Phila., Wil. & Baltimore... .... 24 
Connecticut Minor Ralilroads.. 492 Pitts., Cin. & Si WIS. ...--.06+ 
Conn, & Passumpsic Rivers. ... 4¥2 









it. Lo 
Pitts.. Ft. W. & Chi. (Penna. Co.) 
Connecticut River. 211, 


1, 218 











Cumberland Valley Pitts., Titusville & Buffalo...... 206 
Dakota Southern. . 66 Pitts., Wh. & si. dashes abe 562 
Davenport & Northwestern ... 479 Portland & Ogdensburg. 9 
Dayton & Southeastern .....-.. 06 Providence & Worcester....... 
EIN settee oo sats vantinnn 54 Pullman Palace Car Co........ 517 
Delaware & Bound Brook..... 248 pa Mont,, Ott. & Occi...... 422 
Delaware & Hudson Canal.....276 Richmond & Danville...... ... v1 
Del., Lack. & Western..... 77 Richmond, Fred. & Potomac... 78 
Detroit & Bay City......... Rock Island & Peoria........... 
Detroit, Lan. & No......... Rome, W’town, & Ogdensburg. 247 
Delaware Western............++ RUGRNOG 4 bc Sovarvordgeacedccets 446 
ask tninia’. << 0/9560 04000 0-08 St. Joseph & Denver City....... 395 
East Tenn., Va. & Ga.......... St. Louis, Alt. & Terre Haute .. 445 
8. LAR eee 1 St. Louis Bridge & Tunnel,..... 468 
Erie & Pittsburgh (Penna. Co.).. 218 St. Louis, [ron Mt. & Southern. 180 


Evansville & Terre Haute.. 588 St. Louis, Kan. City & Northern 192 

















Fitchburg............. a 24 St. Louis & San Francisco - 446 
Flint & Pere Marquette... . ... 396 St. Louis & Southeastern. +. 204 
Galv., Houston & Henderson.. 78 St. Louis, Van. & Terre Haute., 78 
GRIER ns sind othe dedeed ences 304 St. Paul & Duluth........ Sbesoo0 410 
Grand Rapids & Indiana....... 38 St. Paul & Sioux City..... 

Grand TIUME........+cce00s 277, 601 Sandersville & Tennille 

Great Western, of Canada.278, 6°2 Scioto Valley.........++. ++ 
Hannibal & St. Joseph.......... 152 Sioux City & St. Paul..... 
Hartford, Prov. & Fishkill .... 122 South Carolina............ 

Havana, Rantoul & Eastern. .. 232 Southern Central........- 
HOUGRCONIC. ..6.02.000c0cscccevcees 52 Southern Minnesota ........... 
Houston & Texas Central...... 806 Terre Haute & Indianapolis. 

Hunt. & Broad Top Mountain... 92 Texas & Pacific............ 

Illinois Central 58,106 Troy & Boston . 

Illinois Minor Railroads se Union Pacific..... if 
Illinois Railroad Commission... 117 United New Jersey. 605 
Indianapolis, Bloom, & West.. 205 U.S Rolling Stock 77 
Ind., Cin. & La Fayette........ 576 Utica & Black River.. -. 2U2 
{ndianapolis & St. Louls....... 206 Vicksburg & Meridian.. .. 895 
Ind, & Vincennes(Penna. Co.).. 218 Virginia Minor Railroads.. .... 408 
International & Gt. Northern... 205 Wabash..........csescessssscsees 
lowa Minor Railroads.......... 458 Wash, City, Va. Mid. & Gt.So.. 64 
Iowa Railroad Commission.... 6 Western Maryland ...... ... 
Jeff., Mad. & Ind. (Penna, Co.).. 218 Western Railroad fation.. 44 











Kan. City, St. Joe & C. Bluffs... 303 Western Union Telegraph. .... 548 
Kansas Pacific....... ...cceee 121 West Jersey .. ....cccsocessrees 884 
Kentucky Central....... 320 Wilmington & Northern. 348 
Lake Erie & Louisville... 531 Wilmington & Weldon..... . 6 
Lake Shore & Mich. South., 261 Wisconsin Minor Railroads 506 





Lehigh Valley 
Leaven., Lawrence & Gal. 
Little Miami (P., C. & St. L 
Long Island 


Joaxnsouaiss Wis. Railroad Commission 
Worcester & shua..... 
Worthington & Sioux Fa 








Oid Colony. 


This company’s lines cover the whole of southeastern Massa- 
chusetts, and extend to the west and north of Boston as far 
as Fitchburg and Lowell, the company now operating a 
rreater mileage than any other company in Massachusetts. 

hey are as follows: 


Miles, 
67.71 


Boston $0 Newent, Be Goa: «i's ¢5.046av0000Vend eed ios. wekabars 
South Braintree by Middleboro to Somerset Junction. 
South Braintree to Plymouth............. 

Braintree by Cohasset to Kingston 
Cape Cod line, Middleboro to Provincetown 






_ Total, counted as main line owned.. ..........-....... 249.46 
Nine short branches and connections........... ......+.eee+ 53.05 
Total owned..... eet meee er Sere 


Boston, Clinton, Fitchburg & New Bedford system, leased: 
Fitchburg to New Bedford..............00ceeseesceeeees 91.02 
South Framingham to Lowell............ ceseeeeeeeeees 2 
Fairhaven to Tremont. ......... ee Nano kan 
Seven short branches and connections. ... 

151.45 


Total worked.. ..» 453.96 


The company also owns the Fall River, Warren & Provi- 
dence road, 5.79 miles, worked separately; trains from its 
Fitchburg line run over the Boston & Albany track from 
South Framingham to Boston. It owns acontrolling interest 
in the Old Colony Steamboat Company, whose lines run from 
Fall River and Newport to New York, and a large interest 
in the Nantucket & Cape Cod Steamboat Company. 

The Boston, Clinton, Fitchburg & New Bedford system 
was omees by lease during the year, and not only com- 
pleted the company’s control of its own peculiar district, but 
gave it connections northward to Lowell and Fitchburg, 
which are of value in connection with the New York steam- 
boat lines. This leased system was worked from Feb. 1, 
1879, or for eight months of the fiscal year, which ends Sept. 
30, 1879, making the average mileage worked for the year 
403.48 miles. 

The equipment, which includes that leased with the Boston, 
Clinton, Fitchburg & New Bedford, consists of 65 passenger, 
31 freight, and 13 switching locomotives, 109 in all; 213 
passenger and 55 baggage cars ; 607 long box, 74 short box, 
40 stock, 617 long platform, 28 short platform, 72 six-wheel 
stone and 6 caboose cars ; 950 coal and gravel cars. Durin 
the year 4 engines, 1 passenger and 2 baggage cars, 3t 
freight and 19 gravel cars were rebuilt. Five passenger cars 
were built, to replace an equal number destroyed in the 
Wollaston collision. 

The general account is as follows : 





Construction account was charged with $6,042.85 for land 
bought, and credited with $1,550 for land sold. e im- 
provement account opened in 1877 has been closed, the bal- 
= of $70,000 having been applied on purchases of steel 


s. 

In 188 and 1881 bonds to the amount of $540,000 and 
long notes amounting to $210,250 will mature. To meet 
these the directors ask authority to issue $500,000 new 
bonds, as required. 





city of Baltimore, which was originally $5,000,000, in- 

creased during the year $104,571.03, sree, Oe yment 
| in advance and in reduction of that loan, which wil! mature 

in 1890, $2,166,479.94, 
| “The payments for investments on account of the sinking 
| funds for the yr pe of the sterling loans due in 1895, 
| 1902, 1910 and 1927 during the year amounted to $476,216. 
48, which at $4.84 per pound sterling, make £98,891 16s. 6d. 





f3 “ The principles upon which the sinking funds of the Bal- 
The traffic for the year wasas follows: | timore . A ow Ratvoot pomeeny are based will cause the 
ratty: ‘ ani neil ~ . entire indebtedness with which they are connected to be met 
ee, ace TP ir7.06 yy pre or ees2 4 | from the annual appropriations made for these funds, to- 
Freight...... ...... 593.687 315,516 I. 278,171 88.2 — with the interest aan from their accumulations, 
Gravel and other... 245,558 180,670 I. 64,888 35.9 | by the period of the maturity of the respective loans. 
iad re te i? Comat -Gke “in focendance with I 0 caroomens — 7 ty Oy 
Aor 2,016.9 373, \ 3,151 .8 | more, the fourth annual payment, namely, ,000, of the 
ee ee “ Rm Papago F ss ay ~ ap principal of the bond for one million dollars, iven for the 
Tons freight carried. 3.013.606 _ 631;190 1. '382'506 _ 60.6 | Purchase of the interest of the city in the Pittsburgh & Con- 
Tonnage mileage ...42,450,366 18,446,307 TI. 24,004,059 130.1 | Hellsville Railroad Company, has been made, thus reducing 
Av, train load : this obligation to $840,000. 
Passengers, No ...... 60.55 67.03 D. 6.48 9.7| “The investments for the sinking funds stated, and the 
Freight, tons......... 71.50 58.47 1. 13.03 22.3! payment of part of principal of the Sonaa, for the purchase 
* a3 — of road ; 4000 ame} 285 «6.0 of the interest of the city of Baltimore in the Pittsburgh & 
Passenger miles ..... wittse —-201'021 BD. —-25.189 12,5| Connellsville Railroad Company amount for the fiscal year 
Ton miles... 105,211 63,296 I, 41,915 66,2 | #0 $620,787.46. 
j “ Of the poortends loan payable in 1880, $120,500 have 
Of the passenger mileage 30.2 per cent., and of the ton-| been anticipated, leaving $579,500 to be paid ; $790,000 


nage mileage 37.5 per cent., were of business to and from 


other roads. 
tons, against 106.298 tons the previous year. 
The earnings for the year were as follows: 








it also has some long stretches of line with light business, 
which considerably reduce the earnings per mile. The leased 
line has decreased the gross earnings per mile, show- 
ing a proportionately smaller traffic than the old line. 
Taking the entire line for the eight months worked and com- 
yaring it with the earnings of both roads for the same period 
in the previous year, the result is: 1879, $2,191,860.28; 
1878, $2,049,524.17; increase, $142,336.11, or 6.94 per 
cent. For the year the increase in earnings was much greater 
than that due to the leased line alone. 

Renewals and improvements charged to expenses included 
1,860 tons steel rails and 193,768 new ties; a new cotton- 
house at Fall River and several new local stations; additions 
to the Boston stations and the Fall River wharves; a new 
iron draw-bridge at Tiverton and 12,759 feet new sidings. 
A new and accurate location of the road has been made and 
the limits properly marked out. There are now 133 miles of 
steel track on the main line and 33 miles on the leased line, 

The income and surplus accounts were as follows: 


TU GURTEIED,. «os 0:.s sone end tele bie cegennedee¢kgesgvedte $1,029, 534.46 

Interest accrued, less $16,087.86 interest 
ERE pte ae ie $374,180.95 

Rental of B.,C., F. & N. B. R. R., eight 






CNS ic AVS bss span Sdeksi weed sane 
Deficit on Union Freight R. R........... 
Wollaston accident 





965,682,690 

EP PR Pitre Sere a SF $63,651.77 

Add premium on bonds sold. ......... 6. .0cc cece eee es 18,000.00 

Surplus for the year...........6..6.0008 cece eee $81,651.77 
Surplus, 


wn Er ee . $709,054.67 


Less accounts charged off. 1,772.00 





707,282.67 
$788,034.44 


The Wollaston accident account is made up of $23,801.39 
for new equipment to replace that destroyed, and $324,- 
651.75 paid in settlement of claims. The surplus over in- 
terest and rentals was $412,104.91, or enough to pay 6 per 
cent. on the stock and leave a small surplus, had it not been 
for the accident. 

The Old Colony Steamboat Company paid no dividend 
during the year, but reduced its bonded debt by $56,500, 
and bought an additional boat for $47,500. It will resume 
dividends in January. The New York business by boat has 
been very large, and, though the rates were very low, the 
results have been satisfactory. 

While it is too early to fully estimate the results of the 
Boston, Clinton, Fitchburg & New Bedford lease, they have 
thus far been better than was expected. The business has 
been more economically conducted than when part of it was 
carried in competition. 

The construction of a branch line to Nantasket Beach, 
about two miles, at an estimated cost of $380,000, is recom- 
mended. 

The revival of business has been felt in the manufacturing 
towns on the line, and a favorable result is confidently 
looked for in the current year. The business for the past 
year was safely and successfully conducted. 


Baltimore & Ohio. 
The lines worked by this company Gurtes the year ending 


Sept. 30, 1879, which iscovered by the 58d annual report, 
were as follows, no change being reported from the previous 








Surplus, Sept. 30, 1879 ... 





The coal tonnage for the year was 206,166 





have been paid in anticipation of the loan redeemable in 
1885, whic wee culgeay $2,500,000, leaving the remainder 
of this loan $1,710,000, 


ean or ee cow gp for ae et indorsed by the Baltimore & 
1878-79. 1877-78. Ino, or Dee, Pc. hio ilroad Company, under the contract of July 18, 
Passengers.. $1,493,768.24 $1,947,520.38 . $246,238.86 10,7 | 1864, of the Northwestern Virginia Railroad Company, due 
Freight. ....  1,141,898.44 696,706.71 I, 445,191.73 63.9] in 1885, $360,000 have been anticipated, reducing the sum 
ed men pueid $0 9180.08, Upon this road, now known as the 
and extra -arkersburg Branch, which cost upward of nine milli 
inerage... 127,283.26 102,354.41 1 22,028.85 23.1 arm, the $140,000 stated ix the only remaining. original 
i piso a4 ae gas “ "| mortgage indebteduess—the Baltimore & Ohio Company 
Total.. $2,828,487.38 $2,103,461.94 I, $725,026.44 34.5| having paid off the entire first and second mortgages, 
Expen’s and bf ; ita : amounting to $2,500,000, and $360,000 of the third mort- 
taxes...... 1,799,162.92  1,374.337.69 I. 424,815.23 30.9| gage, making the aggregate of these payments $2,860,000. 
Z Sa a ag ly oer ang eee, ge | Men When the Baltimore & Ohio Company advanced the re- 
att 7m. $1,029,334.46 $729,124.25 1. $300,210.21 41.2) quisite capital for the purpose of arching the tunnels of the 
J wo as eaem he o é arkersburg Branch road and completing the numerous im- 
; wot i. 7010.95 7,217.78 D. a7. 8.0 portant structures required for its heavy traffic, it was ar- 
per mile.. 2,551.14 2,508.85 I. 42.299 1.7| ranged that a mortgage should be placed on that line, and 
Per cent. of that through this means the company should be reimbursed 
expenses... 63.61 65.34 D, 1.73 2.6] for those advances, In order to accomplish this result, the 
The company has some line with a very heavy traffic, but Parkersburg Branch Company issued, on the Ist of July, 


1879, $38,000,000 of its bonds, secured by mortgage on that 
road, which were purchased by the Baltimore & Ohio Com- 
pany. The Baltimore & Ohio Company issued its bonds on 

uly 10, 1879, for $8,000,000, bearing 6 per cent. interest, 
and pledged the said $8,000,000 of 6 per cent. bonds of 
the Parkersburg Branch Railroad Company with Messrs, 
T. Harrison Garrett, William F. Burns, and Jobn 
Gregg, as trustees therefor. ‘These bonds of the Balti- 
more & Ohio Company were promptly and successfully ne- 
gotiated. The principal of these bonds has been made paya- 
ble forty years after their date, namely, in 1919, A copy 
of the deed which embraces the form of bond and the agree- 
ments connected with this loan, is appended to this report. 
During the year the sale of the remainder of the preferred 
stock, second series, $400,421.28, was made. 

“The following statement shows the payments made and 
the increments in Sinking Funds during the fiscal year for 
account of the respective debts: 

Iucrement of city sinking fund onde nue ead one «ieee 
Increment of sinking funds for the redemption of the 

sterling loans due in 1895, 1902 and 1910........... 
| Tayment on account of the principal of debt to the 
city of Baltimore for the purchase of its interest in 
Pittsburgh & Connellsville Company 


435,870.19 


40,000 .00 


For the Pittsburgh & Connellsville sinking fuud...... 24,002.15 
For the Baltimore & Ohio & Chicago Railroad Com- ; 
patios’ Sinking TUMG........0.00:cecress  sovseress 40,346.24 


For the Washington Citv & Point Lookout Railroad 
Company's sinking fund......... .. ‘ , 3.104.74 
Total. PET ee ye eee ee eo eens $O48, 584,35 
“The following statement shows the payments made on 
account of the principal and the investments for the sinking 
funds, on account of the respective debts : 


On account of the mortgage loan payable in 1880, . . 

On account of the mortgage loan payable in 1885. . 

On account of the bonds of the Northwestern Vir- 
ginia Railroad Company. for $500,000 indorsed by 
the Baltimore & Ohio Kailroad Company, payuble 
eS as boada Pe ee 

On account of the loan of the city of Baltimore... 

On account of the sterling loan reedeemable {| 
1895... se ° rr PAE 

On account of the sterling loan redeemable i 
1 , 


$120,500.00 
790,000,00 


360,000.00 
2,106,470.904 


989,014.09 
1,172,648.00 


L SEGRE dice) 6000 cee cds edBUSWs Deed sedbesebosy eros 572,452,046 


On aceount of the sterling loan redeemable i 
> indidir me vay 

On account of the 
city of Baltimore in the Pittsburgh & Connellsville 
Railroad Company 

On account of the sin 
Connellsville Railroad Company................ > 

On account of the sinking fund of the Washington 
City & Point Lookout Railroad Company..... > 23,104.74 


0009 9nene gh ober ber ed+reenigee 81,312.00 


160,000.00 


609,277.58 


Total.. ; 4 $6,504,819,20 
“ The subjoined exhibits show the re luction of the indebt- 
edness stated during the fiscal year: 
REPORT OF OCT. 1, L878 








aes beee > BS 20,000 00 
| Bills payable sek ay 2g padeew rene 2,668,302 29 : 
| Sterling obligations and loans,....... 2,554,050 3: 


5 

$7,538,261 62 
} REPORT OF oct. 1, 1879. 

| Sterling debentures due in 1880 and 

.$2,420,000.00 


Bills payable (for the payment of 














Senak (@6 . , ear: hich the money is on hand) 539,000.00 
Stock ($22,260 per mile) Fete $6,732,800,00 y Mile | eseeot i 20,507 
Bonds ($19,386 per mile)...... .....-... 5,864,500.00 | Main Stem, Baltimoreto Wheeling.......... . ....--. 379.00 Sterling obligations and loans.... 620,507.94 Sain eerie 
sued ste jpapeaud OEE a ig 291,895,26 | Camden and Locust Point branches in Baltimore... . 6.50 | ineiperencoutaeb 
Current accounts and balances, ete.......... s+. 340,523.80 AS os Soa a eo cc ccd phenghep eed ceased 3.50 | Showing a reduction during the year of... . ........$3,958,753.68 
WERE. Fu tei comers > ahinw > srebabe nietwaer eamenenee 788,934.44 Mare ae Ha ha gs oe har te pe ia oa Dis —— | Add payments on ace unt of the princtpal of debt 
f rT lnath’ ay Ge etropolitan Branc 2oint of Rocks to Washington..... 3.00 | 5 » sinking funds during the fiscal year.... 648,584.35 
Sg Re ee a IE i $14,019,653,59 Maneatis Bratich (Wash, City & Point Lookout R, R.). 12.50 1 > i tame meme dace ht eda it lh evade ts 
Road and equipment ($37,943 per . 7 Aggregate reduction.... ......6..006+ .. $4,607,338 .03 
pene) Sess aad Fi osecegaae’ teste $11,478,103,25 Total Main Stem and branches.........-----0-++++) . ; eet I ~apital 
Jorchester & Milton Branch....... 36,937.88 Washington Branch, Relay House to Washington,.,..... 31. “Semi-annual dividends of 4 per cent. upon the capita 
Fall River, Warren & Providence } Parkersburg Branch, Grafton to Parkersburg...........- 105.40 | stock were made in stock on Nov. 15, 1878, and on May 15, 
Interest in Union Freight RR... Jonayea? peony a Aig A dh ce ; Teoo| ane: 
J y re trees ’ 5 y f | 9 Serre eee 00 | { 4 y increase o »capi 
Old Colony Steamboat Co, stock... 725,500.00 Chic: > Divinion, Ohisoon Junction BPihenge.... icin 263,00 | These Pecepen amnoeey 2 tn. oR ennyee of Phocapy $1,114,836.00 
Nantucket & Cape Cod Steamboat Wheeling, Pittsburgb & Baltimore R, R.........-.+ 200+ 32,001 and the issue of the remainder of the preferred = 
Re, } tos ccevecnecencrcer eres seeecees 15,340.83 Newark, Somerset & Straiteville R,R....., hin Reese oeg 44.00 | stock, second series, amounted to 400,421.28 
Sinko dend wUbdoccserersnng ta 287,483.98 Pittsburgh Division, Cumberland to Pisetmargh.... 150.00 | , ; dence 
Bi Bodedsis,) ScsPaveIVas tis tee 559. . “ stte County Rranch,,... “4 $1,515,257.2 
Cash, materials and receivables... 958,644.98 “ “ in Plewsant Ronn eh 00 Making...----+++0rss++0- set Wo apanareng 
————- 14,019,653.59 cet 174.00 | while the reduction of the indebtedness_ was $4,607,338.08, 
During the year $300,000 of six percent. bonds were sold ———- | showing the application of $8,092,080. 75 beyond the amount 
at a premium of $18,000, With the proceeds $208,640 notes I 5 sip ev ovis AGATA 1's AeEAEN Sle (050k Gaba 1,449,50 | of stock issued, with $646,634,94 on hand in the treasury, 


payable were retired, showing an apparent increase of debt 
of $96,360; but over that amount is held in eash to meet 
notes shortly maturing. 


President Garrett's report, as presented at the annual | efter providing for the payment of $216,300.00 for interest 
meeting on Nov. 17, says: | on the bonds of the company maturing Oct. 1, 1879. — 
*“ The Sinking fund, for the payment of the loan of the | ** After charging the loss on the stock of the North German 
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Lloyd Steamship Com , $296,102.27, the profit and loss 
peso bed shows ‘4 feertune toe thereat year of $1,092,738.64. 
[t will be seen by this account that the surplus fund, which 
represents invested capital derived from net earnings and 
which is not ee by éither stock or bonds, now 


amounts to $38, 8 93. 
The statements of traffic given in the report are as follows: 
1878-79. 1877-78. Ine. or Dec. P. c. 
Tons through freight, 








East and West ....... 1,425,629 1,149,499 I. 276,130 24.0 
Barrels flour 

Baltimore,,........... 743,381 778,211 D. 34,830 4.5 
Bushels wheat to Balti- 

MOPO. ces cece + sees 18,467,498 9,365,233 1. 9,102,265 97.2 
Bushels corn to Balti- 

MMOPC . «+e eeeeeeeeeeee L0,065,530 10,164,285 D. 98,755 0.9 
Total bushels. all grain.29,622,895 20,639,654 1. 8,083,241 6 
Tons lumber to Balti- } 

WHONO s'. os ves and Cases 40,724 41,270 D. 546 6=«CO«dB 
Barrels petroleum to 

Baltimore,.......-+.+ 200,809 . 601,907 D. 401,098 66.6 
Tons livestock carried, 121,431 132,462 D. 11,031 8.3 

Coal tonnage: 

Main Stem, revenue.... 1,213,212 1,129,587 I. 83,825 7. 
Main Stem, company.. — 382,792 353,689 I, 29.103 82 
Pittsburgh Division ... 1,586,637 1,363,061 [. 223.576 16.4 
Trans-Ohi» lines....... 195.276 216,008 D. 21,722 10.0 
Total coal tonnage 3,377,017 3,063,135 I. 314,782 10.2 
Of the Main Stem coal 1,127,996 tons were - 


car 
ried to Baltimore. The tonnage of the Pittsburgh Division 
includes coke as well as coal, 


Corn receipts decreased chiefly because at times during 
the year the company declined to carry it, because the rates 
made by competing lines were so low as to cause an actual 


loss to the carrier, 

‘The tonnage of through freight for eight years has been: 
1878-70... ..scveeeees 1,425,629 | 1874-75. .....--. cece eee 872,101 
4 ef. Se eee 1,149,499 | 1873-74. .... 0.06.6 ..0 006 752,256 
1 2 ea 1,947,645 | 1872-73... - 6. cece eens . 265 
WGTBNTG. . oi ccccesecure 1,093,303 | 1871-72...... 6060 c ccc eee 557,600 


Passenger earnings show a decrease of $29,813.42, or 2.5 
a cent., chiefly due to reductions in local fares in Mary- 
and and West vd yore 

The earnings and expenses of the various lines were as fol- 
lows: 
Earn, per P. ct. 

mile, of exps. 


$4,341,245 $16,251 51.02 


Gross earn. Expenses. Net earn. 
Main Stem & 

branches... $8,864,827 $4,523,582 
W as hington 








Branch,.... 285,007 61,333 223,674 9,194 
P arkersburg 
Branch..... 634,915 459,336 195,579 6,024 69,20 
Chicago Div.. 1,153,852 659,321 494,531 4,387 57.14 
Central Ohio 
: Div ee $46,512 578,812 272,700 6,108 67.78 
sake Erie 
_,. ere 639,821 450,707 189,114 5,516 70.44 
Pittsburgh , 
div ... 1,698,114 865,832 732,282 9,185 54,17 
Wheel, Pitts, 
& Balto.... 41,193 33,5095 7,598 1,287 81.55 
New.,8om, & 
S’tsville.. .. 120,73) 84,078 45,691 2,051 64.81 
4 ~| pe $14,193,980 $7,601,506 $6,502,384 $9,792 54.18 
Totai, - 
i878. .... 13,765,280 7,769,301 5,905,979 9,457 56.44 
Increase...... $428,700 ..... ..... $506,405 $335. ..... 
Decrease... .. ...... + +s PSO 150 wianiadie aso; ive swseh ee 226 
Per cent, ine, 
or dee...... 3.1 1.0 8.4 45 4.0 


On the Washington Branch, by agreement, only main- 
tenance and renewal expenses are c , transportation ex- 
penses being included in Main Stem. e earnings of 
this line show an increase of $8,127.46, or 3.0 per cent., over 
the previous year, Semi-annual dividends of 5 per cent. 
were paid. The lines operated show changes in net earnings 
as follows, compared with the previous year: 










Increase. 
Washington Branch.... $23,645.12. 
Parkersburg Sranch. 9,555.37. 
Chicago Division..... 64,982.31, 
Central Ohio Division 7,252.35, 
Lake Erie Division........... ...++ 
Pittsburgh Division...... 6,76 
Wheel, Pitts. & Balto....... 2,777.11 


Newark, Somerset & Straits- 


VOID. cova s0rechnuseinieens flea) Meares eas 5,088.07, 10.0 
Meth vor «icuckh aia $254,973.99. $50,201.20. ..... 
Total net increase.......... 204,772.79. cccccccvess 10.5 


; i a the Parkersburg Branch, 1,081 tons of steel rails were 
aid, 

The net corning of the Chicazo Division and of the Wheel- 
ing, Pittsburgh & Baltimore Railroad Company have been 
credited to the accounts for interest of those companies. 

The rental of the Sandusky, Mansfield & Newark road 
(Lake Erie Division) is $174,350 per year. The excess of net 
earnings over the rental, $14,764.18 has been credited on 
account of interest on advances made for the permanent im- 
provement of that road, 

The net ee wy er the Central Ohio Division were $272,- 
700.28. Under lease of the Central Ohio Railroad, 35 
per cent. of the gross earnings are paid annually to that 
company. The working expenses, . consequence of the 
very low rates for transportation during a portion of this 
year, were 67.78 per cent. The loss on this division for the 
year, under the agreement, was $28,579.18, which has been 
charged in profit and loss account. 

There are now 673 miles of track of the Main Stem and 
branches east of the Ohio River laid with steel rails. The 
increased cost of steel thus continuously substituted for iron 
rails has been charged to the repair account. The economy 
and advantage of the general substitution of steel for iron 
rails continue to be shown by the further important reduc- 
tion, which is mainly due to this change, in the cost of the 
repairs of railway $66,193.52. 

rhe condition of the ‘entire line, its road-bed, tracks and 
structures has not only been fully maintained, but improved, 

The net earnings of the Pittsburgh Division were $7:2,- 
282.06; total interest charges, $678,858.40; surplus, 
el which has been credited for interest on former 
adyances, 

_The net earnings of the Chicago Division were $494,- 
430.70, Of this line the report says; ‘The rapid improve- 
ment of the busiuess upon this line continues, illustrating the 
advantages of its singular directness, low , the excel. 
lent character of the country through which it passes and 
the important centres of trafiic which it so effectively 
reaches, As the interest paid upon the 5 per cent. sterling 
loan of £1,600,000 taken for account of these companies 
amounted during the year to $393,149.43 and the taxes to 


$53,420.74, the line already shows its ability to pay from 
its net earnings more than the regate sum. The taxes 
paid, $58,420.74, being ded from the earnin; 


$494,530.70, leave $441,109.96 which have been credited 
the interest account of the Main Stem, in which is charged 
the interest paid for the Baltimore & Ohio & Chicago . 
road Companies’ loan of 1927, While this powerful line 
from the Northwest a heavy trade for the Balti- 


} 102,000 pounds. 





mensely to the resources of Baltimore and to the strength of 
its commercial position. 

‘‘ In order to effect increased economy in the cost and use 
of wheels, and to promote improved results in working the 
road through the safe and convenient interchange of all de- 
scriptions of its rolling stock, the company determined to | 
change the gauge of its Trans-Ohio divisions from 4 ft. 9!<¢ 
in. to the standard gau;e of its Main Stem and _ branches | 
east of the Ohio River, namely, to 4 ft. 84 in. During the 
year this important and desirable change has been effected 
on the Central Ohio, Straitsville, Lake Erie and Chicago 
divisions without delay to traffic and without accident. 
The cost of the change has heen included in the working ex- 
penses of each division.” ; 

The earnings and expenses of the Main Stem and branches, | 
545.50 miles, in detail, for three years, were as follows: 

1877. 1878, 1879. | 
.$8,262,045.29 $8,563,956.85 $8,864,826.84 | 


Earnings........ ... 





Expenses : 
General expenses... .. 


$118,379.00 $117,768.26 | 
Losses by accidents, 


$125,855.14 


ee ere 47,185.83 87,860.36 70,064.12 
Expenses of trans- 
portation . ....+. 1,668,747.46 1,672,086.17 1,680,162.53 
Repairs of railway... 808,569.21 613,302.16 547,108.64 
Repairs of water 
GEOSIONS... 060.002 000 14,982.42 11,087.27 9,072.69 
Repairs and construc- 
tion of depots...... 80,048 84 73,522.78 63,258.44 
Repairs of bridges... 114,109.85 84,540.01 43.959 .62 
Repairs and con 
struction of tele 
graph lines......... 16,097.79 19,004.34 9,727.49 
Repairs of stationary 
machinery.......... 90,380 .97 80,199.17 69,901.92 
Watching cuts 41,306.32 43,672 .68 36,898 .14 
Watching tunnels... 3,388.23 3,947.12 3,218.32 
Watching bridg-s 24,149.20 22,531.26 17,731.80 
Pumping water 28 872.48 25,229.49 24,170.81 
pairs of locomo- 
tives, including 
construction of 
new engines..... 496,172.89 459,649.41 508,190.57 
Repairs of passenger 
SAE? oclvar resh see ¢ 226,781.57 198,119.58 186,514.69 
Repairs of burden 
cars, including con- 
struction of new 
Pisce: vs s<sapeee 385,582.55 626,919.86 774.772 18 


Cleaning engines and 


ty dnd ca aa 91,187.31 80,803.90 68,265.35 
Contingent expenses 

of the machinery 

department.... 5,098 .86 4,688 .69 .782.59 
SE ee ats one o's > oe 312,334.25 275,306.01 268,406.32 


Preparing fuel and 


filling tenders. . 24,500.70 23,335.72 


19,607 .: 
$4,605,151.87 $4,524,344.98 


Earnings more than 
expenses.... $3,656,893 .42 $4,039,611 .87 





Working expenses..55.73 per ct. 52.83 per ct. 


51.02 per ct. 
The Washington County Railroad, 24.25 miles, is included 
for the fiscal year 1877 and three months of 1878. 
The report says: ‘‘ Seventeen locomotives of the largest 
class, known as the consolidation, have been built at the 


Mount Clare Works during the year. These engines have 
cylinders 20 by 24 im, 50 in. driving wheels, eight drivers 
connected with a two-wheel pony truck and weigh each 
The camels, which these engines chiefly 
replace, have cylinders 19 by 22 in. 48 in. drivers, eight 
drivers connected and weigh 72,00 pounds. The camel 
hauled on the Second Division a train of 30 as against 52 
loaded coal cars by the consolidation engine. The increased 
weight of the consolidation engine over the camel is 40 per 
cent., while the increased load is 73,38 per cent. 

“Four hundred and ninety-four house and 100 stock-rack 
cars, each of 30,000 pounds capacity, have been built, which 
is equal to 50 per cent. increase of capacity over the old 
style of house and stock cars, These replace old_and worn- 
out cars. The capacity of the original iron coal hopper was 
20,000 pounds. The bodies of 1,271 hoppers have been raised 
with plate iron, giving each a capacity of 28,000 pounds, or 
a gain in carrying power of 40 per cent. Thirty-two new 
caboose cars and one scale car have been built. The cost of 
these new engines and cars, and of raising the iron hoppers, 
namely, $344,465.73, has been charged to therepair account. 
Two hundred and sixty-two new and additional house cars 
have been built, costing $86,809.69, which have been charged 
to rolling stock. 

‘‘The extensive and liberal arrangements heretofore made 
in constructing piers, docks, elevators, warehouses and all 
practicable and economic facilities for the protection and 
promotion of the interests of steamships and sailing vessels, 
attracted a great increase of tonnage to the port of 
Baltimore. The vessels in the foreign trade entered and 
cleared for the year ended Sept. 30, 1879, embraced 2,820,- 
816 tons, while for the same period of 1878 the tonnage was 
2,815,481, showing an increase of 505,335 tons, equal to 
21.82 per cent., and compared with the twelve months ended 
Sept. 30, 1877, when the tonnage was 1,734,670 tons, an in- 
crease is shown in 1879 o0f 1,086,146 tons, amounting to 
62.61 per cent. 

“The company is informed that a very heavy increase of 
imports will occur in the ag year, and the grain trade 
promises steady e.largement. In pursuit of the policy uni- 
formly adopted to provide ample accommodations for ex- 
panding traffic, arrangements are being effected for the fur- 
ther increase of pier, warehouse and elevator favilities.” 

President Garrett speaks at length of the foreign com- 
merce of Baltimore =a the company’s relations thereto, some 
of his remarks being as follows : 

“In thus closing the remainder of the interest of the Bal- 
timore & Ohio Company, in steamship lines, it is proper to 
state that while $758,275.44 were lost m the establishment 
of the Baltimore and Liverpool Line, the only Trans-Atlantic 
Line which was maintained under the American flag during 
four vears, from 1865 to 1869, and $205,102.27 in the North 
German Lloyd,jmaking $1,058,877.71 of losses charged to 
the profit and loss accoont, yet the managers of this com- 
pany have to congratulate the citizens of Baltimor> and the 
country that these original and effective enterprises made 
conspicuous to the commercial world the value, economy 
and advantages of the port of Baltimore and the vast 
extensions and ramifications of the great system of rai!roads 
established by the Baltimore & OhioCompany. * * * * 

“Tn view of the increasing commerce and the greatly in- 
creased tonnage of the vessels used in connection with the 
port of Baltimore, it became evident thata dry dock had be- 
come essential to insure reliable facilities for the examina- 
tion and repair of the largest vessels, itimore Dry | 
Dock company was organised to supply this necessity. The | 
Navy Department of the United States showed much inter- | 
est in securing this important work, and Congress, appreci- | 
ating its national importance, granted a most favorable | 
aite, immediately adjoining the Locust Point property of the 

Baltimore & Ohio Railroad, Although the commercial ne- | 
mone Bd and value of this work were generally understood, 
and the merchants of Baltimore expressed much anxiety for 
ita construction, yet, after months of delay, it was found 








ca 
more & Ohio road and its Trans-Ohio divisions, it adds im- 


that the capital could not be procured without the aid of the 


| accomplished 


[NovEMBER 21, 1879 


Baltimore & Ohio Company. Appreciating the t value of 


| the structure and its effectiveness in adding to the commerce 


of the port, the company determined to furnish the assist- 
ance required to insure its early completion. The enterprise 
was then promptly undertaken and has been pressed with 
great vigor. The contractors state that its completion will be 

by the Ist of April next. Thedry dock will be 
470 feet long; 30 feet wide at the gate entrance; 113 feet 
wide on coping in body; 123 feet wide at entrance b.tween 
piers, and 45 feet wide on bottom, with 26 feet draught 


| water, and with an iron caisson gate’ 80 feet in length. 


These dimensions are sufficient to accommodate any vessel 
entei ing this port, either in the merchant or naval service. 
The pumps and machinery to operate the dry dock are to be 
of the most approved description—of sufficient capacity to 
discharge water from the dock within 90 minutes, when un- 
occupied, and within 50 minutes when occupied by the 
largest steamship or vessel of war. 


CHESAPEAKE & DELAWARE SHIP CANAL, 


“The enormous augmentation of the commerce of Balti- 
more is especially illustrated by the increased amount of 
wheat transported during the past year by the Baltimore & 
Ohio road, namely: 18,467,498 bushels compared with 9,- 
365,233 bushels in 1878, as well as by the great expansion 
of the east and west tonnage of the line from 1,149,499 tons 
in 1878, to 1,425,629 tons in 1879. 

‘It is also shown by the fact that although the Pennsyl- 
vania Railroad Company particularly represents the mer- 
cantile interests of P fladelphia, yet such has been the com- 
manding relation of the port that the business which that 


| company brings to Baltimore has swollen to great propor- 


tions. Its immense marine tonnage also shows the increas- 
ing importance of ‘the port. While for the commerce for 
points south of the parallel of the capes of the Chesapeake, es- 
vecially the West Indies and South America, the location of 
3altimore is superior; yet the disadvantage of an increased 
distance of 200 miles for the trade of the North Atlantic and 
for New York and New England is a serious drawback. 

‘From the formation of the government the subject of an 
effective canal between the Chesapeake and Delaware buys 
has been seriously considered, and there is perhaps at this 
time no subject which will occupy the attention of Congress 
or on which prompt action ont insure greater benefits to 
the nation than the construction of a first-class ship canal by 
the shortest and best route between the Chesapeake and 
Delaware bays. This improvement would give to the coun- 
try the ability in war of protecting with the same naval 
force alike Philadelphia and the cities on the Delaware; 
Baltimore and the cities on the Chesapeake, and the national 
capital and the populations upon the Potomac, without the 
necessity of exposure to the risk of attacks of hostile cruisers 
upon the ocean. 

‘“* Already the development of the port of Baltimore and 
the great lines of the Baltimore & Ohio Road to the North- 
west and the West and the Southwest and the South have 
produced the effect of a reduction of one-third in the cost of 
transportation. The economy and advantages of the port 
of Baitimore have been so demonstrated that Congress, with 
great unanimity, caused the channel of the Patapsco from 
the Chesapeake Kay to Baltimore to be improved, so that 
ships of the largest class are discharged and lo*ded at the 
wharves and elevators of Baltimore and that similar vessels 
are attracted, with the heaviest character of imports, to the 
port. 

“* Unquestionably, if a first-class ship canal be built de- 
tween these inland seas by the shortest and best route, a 
further large cheapening of the cost of transportation will 
be effected on foreign exports and imports and on the semi- 
bituminous and gas coals of Maryland and West Virginia 
and Pennsylvania to the city and state of New York and to 
New England. Theagricultural, the marine, the manufactur- 
ing, the mineral and the general interests will all be 
thus advanced and benefited. As many of the ablest states- 
men of the country appreciate the vast and permanent ad- 
vantages of this improvement, it is hoped that at the ap- 
proaching session of Congress such action will be taken as 
will assure the undertaking and construction of this great 
and valuable national improvement. 

‘“The board express with pleasure their appreciation of 
the successful management of the business of the company, 
through the fidelity and efficiency of the officers and em- 
ployés in all departments of the service.” 


Providence & Worcester. 


This company owns a main line from Providence, R. I., to 
Worcester, Mass., 43.41 miles, with 8 miles of branches 
owned and 15.48 miles leased, making 66.84 miles worked. 
The following figures are a in advance of the full 
report for the year ending t. BO. 

he total liabilities at the close of the past two years were 
as follows : 


ROU, . ioc. ncttanewtivess ade 
Other liabilities 


1879. 1878. 
$2,000,000.00 $2,000,000.00 
1,925,489.50 1,954,825.61 





RO RE PF ...+. $3,925,489.50 $3.954,825.61 
Actual debt, less cash and cash as- 
Ni baiceae ce idhods ness” estbed4 38s 1,479,742.64 1,608,837.28 


The floating debt was reduced during the year $35,566.28 
by payments from net earnings. A reduction of $122,264 
was made in equipmeut account by reducing valuation of 
locomotives and cars. 

The earnings for the year were as follows: 








1878-79, 1877-78. Inc. or Dec. P.c. 

Gross earnings...... $919,852.52 $870,876.17 I. $48,976.08 5.6 
Expenses.... ....... 569,507.05 591,041.10 D. 21,534.05 3.6 
Net earnings . .$350,345.20 $279,835.07 1. $70,510.13 25.2 
Gross earn. per mile. 13,762.00 13,029.27 IL. 732.73 56 
Ne = ger hed 5,241.55 4,186.62 L 1,054.93 25.2 
Per cent. of exps... 61.91 67.86 D. 5.95 8.8 


Rental of leased branches is included in expenses. Two 
dividends of 244 per cent. each were paid, $100,000 in all, 
against $80,000 or 4 per cent., in the previous year, an in- 
crease of $20,000. The surplus at the close of the year was 
$129,912.74, an increase of $19,328.13 during the year. 

About $40,000 have been expended in improvements upon 
the road. Over 34,000 ties have been laid and all the curves 
have been raised to accommodate fast be gy The 
policy of heavy freight trains has been adopted. The coal 
trains from the Wilkesbarre pier used to take 30 or 40 cars. 
Now from 70 to 100 cars are taken in one train. One loco- 
motive, the George A. Leete, draws 100 cars with ease. 

The company has decided to remove all its repair shops to 
nag j Falls. The Albion Company and others at Valley 
Falls have given the company three acres of land, another 
acre has been acquired by purchase, and the work of removal 
has already begun. The car shop in Providence has been 
taken down and other buildings willfollow. The space occu- 
pied by these buildings is much needed for freight accommo- 
dations. Valley Falls is believed to be the best point on the 
road for the general repair shops. Work can be done there 
more cheaply than in the city, and the change, it is thought, 
will be better for the men employed. 


The road makes a very — showing under the influence 
of a new mai ment and improving business, and has, ap- 
parently, its worst times and begun to gain once 
more, 











